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‘Saturday, January 29, 1853. 


Considerations addressed to Foreigners who 
wish to invest in Securities of American 
Railroads. 


We have recently received numerous applica- 
tions from Europe, from parties wishing to invest 
in their stocks and securities, for information re- 
specting our railroads, the rights secured to com- 
panies by their charters, the relation they sustain 
to the governments and laws of the several States, 
in fine, for all such information as would enable a 


country proceed from the several State govern- 
ments; the general government never claiming to 


‘exercise, if it possesses, this power, which is gen- 


erally denied. As an ordinary rule, a charter fora 
railroad is granted as a matter of course, and in a 
number of States, there are whatare termed “ Gen- 
eral Railroad Laws,” which provide for the organ- 
ization of railroad companies, and the construction 
of railroads, without application to the Legislature. 
In either case, there is little difference in the priv- 
ileges conferred; the object of the General Laws 
being to save the necessity of application to the 
Legislature in each particular case, and to place 





all companies on an equal footing. 

A charter for a railroad necessarily carries with 
it all the powers essential to the construction of a 
road, the company is a unit as far as its legal rela- 
tions are concerned. Its property occupies the 
same relations to the government, as does that of 
the individual citizen; the government, in the for- 
mer case, retaining only such control over the com- 





panies, as is pecessary to previde for the safety, 
jand protect the rights of the community and the 
stockholders. It has no (we now speak of all the 
States) control over their management (with the 
‘exceptions stated), dividends nor property, any more 
‘than it has over the conduct or property of the in- 
‘dividual citizen, which can only be taken in an 
imminent necessity, such as war, and then only by 
‘making full compensation. 


The special charters frequently designate the 
leading points on the route. A few of those first 


person in England or Germany, to form a-correct granted in several States limited the dividend to 10 
idea as to the value of our roads, as investments of per cent per annum, and their legal existence to a 
capital. The low rates, and the difficulty of find- certain period. But asa general rule, both special 
ing employment for money, in England particular- and general charters are perpetual in their dura- 


ly, has turned the attention of capitalists to this 
country, and should the favorable opinion now en- 
tertained of our railroads be confirmed, a large 
amount of capital would at once flow hither tor in- 
vestments, not only in their securities, but stock; 
and we are happy to take this opportunity and 
mode of replying to the queries addressed us, in- 
tending to convey an entirely correct idea of the 
legal relations sustained by our companies, and 
hoping to present a view of the objects, uses, and 
probable value of our roads, that will be sufficient- 
ly understood. 

It is probably pretty well understood, even in 
Europe, that all the charters of railroads in this 


tion, and are unrestricted in their dividends. 

In accordance with the tendency in this country 
to generai, instead of special legislation, and to 
provide an uniform mode for the organization 
of companies, which have the same general char- 
acteristics and objects, many of our leading States 
have enacted such general laws, authorising the 


railroads. New York was the first to take this im- 
portant step in liberal legislation, and the leading 
features of her law have been copied by the other 
States which have followed her example. This 
law provides that any number or company of her 
citizens may associate themselves for building a 





railroad, and upon subscribing at the rate of $1000, 
and the payment of $100, per mile for the length 
of the road, into the treasury of the company, and 
on filing in the office of the Secretary of State the ar- 
ticles of the association, which set out its objects, 
the route, thé title of the company and the capital 
stock proposed to be raised, the Secretary of State, 
as a matter of course, issues a charter, conferring 
legal authority to carry out the ubjects of such as- 
sociation. Under this authority the company may 
proceed to-the construction of the road, and do 
every necessary act for this purpose. Such com- 
pany may build their road when and where they 
choose, and parallel to those already in operation, 
whether constructed under a general, or special, 
charter, may borrow whatever money, and upon 
such rates of interest, and upon such time, and de- 
clare such dividends, as it may deern proper. The 
law entirely ignores the expediency of protecting 
rights which are based on priority in point of time, 
but throws open the construction of railroads to the 
competition of the public, and makes this right the 
common privilege of all, as is the building of ships, 
steamboats, or manufacturing establishments. 
There can be no doubt whatever that the public 
interests are iminensely benefitted by general laws. 
Instead of stimulating the building of railroads be- 
yond the wants of the community, they only pro- 
mote their healthy progress. When the right to 
build a railroad always exists, and can be exercised 
as well at one time as at another, and when no ad- 
vantages are forfeited by delays, parties will take 
a suitable time for reflection before they act.— 
Where, too, every road is exposed to the liability 
of having a parallel rival road upon its immediate 
route, those constructing it will be very certain to 
avail themselves of the strongest of all monopolies, 
and which is secured by adopting the dest and 
cheapest route. Men do not go into ship building 
unless with a good prospect of making money, 
which cannot be the case provided the ships already 
built have sufficient capacity, and are sufficient- 
ly adapted to the business for which they were con- 


construction and providing for the management of|structed. So with railroad construction in New 


York. If an existing road meets the wants of the 
country traversed, there is little disposition, or dan- 
ger, that a rival will be constructed; and to ward 
off such danger, it is necessary that such road 
should be well built and well managed. We have 
therefore the constant and immediate corrective ot 
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public opinivn tor avy abuse or mismanagement of circumstances, suspend ali the civil rights of its some are secuced by a mortgage upon the pro- 


railroads, and such public retains, as a matter of|citizens, and then only by making a full equiva- 
common right, the power to apply this corrective, |lent,) cannot interfere with its management any 
' mure than with the property of every citizen, and 
In the States where general laws exist, which |one that is exempt, in his hands, from /ocal taxa- 


in the shape of a new road. 


are New York, Ohio, Indiana, Illinois, and, we be- 
lieve, Wisconsin, special charters are forbidden. 
In these States, from the recent enactment of such 
laws, most of the companies in operation and pro- 
gress have been built under the former. In the other 
States, special charters are usually granted on ap- 
plication, as a matter of course ; so that, practical- 
ly, similar results are secured, as under general 
laws. There can be no doubt, however, that all 
the States will speedily adopt such laws. In none 
is a retroactive effect given to the general laws, but 
their provisions are applicable to old companies, ex- 
cept where they are incompatible with the rights 
specially secured, 

As already stated, the several State governments 
possess no more authority or power over the con- 
duct or property of railroad companies, than over 
those of the individual citizen. The rights of the 
former are the rights that every community pos- 
sesses, to protect the persons and property of citi- 
zens of which it is composed. With the manage- 
ment and disposition of this property, so that no in 
jury results thereby, these governments have noth- 
ing to do, and can only take and use such property 
under the plea of imminent necessity, and then on- 
ly by returning an equivalent value. 

The stocks and bonds of railroads are regarded 
as personal property, and as a general rule are sub- 
ject to taxation, like other personal property in the 
hands of their owner. The franchise of a railroad, 
its road bed, right of way, rails, equipment; etc., 
etc., are not subject to taxation in any shape. 
The reason is obvious. A road constructed un- 
der one charter may run through a number of 
counties, and States even, and it would of course 
be impossible to estimate the value of the different 
portions of it lying in such counties, or States, and 
the amount of rolling stock belonging to each. 
But where companies own a large amount of real 
estate, which is used ior a depot, and the value of 
which is not effected by, or dependent upon the 
road, such real estate is taxed in the cities or coun- 
ties in which it is situated. Were not such pro- 
perty subject to taxation, it is easy to see that ex- 
traordinary privileges would be granted to railroad 
companies, and that they might become a cover to 
shield from taxation large amounts of property, not 
wanted by them, and belonging in fact to other 
parties, The shares and bonds, and the real estate 
of the company, which would be productive with- 
out the road, may be made the subject of taxation. 
But the shares can only be taxed to the holder. 
Consequently they are not taxable in this country, 
when held abroad. 

In England, the railroad companies are subject 
to many onorous burdens, in the shape of local 
taxes, one of which, it we mistake not, are the 
poor rates of the parishes traversed by them. In 
the United States, all money necessary to support 
government, as well as to provide for the support 
of the poor, is raised in a gross sum, from taxes 
uniformly assessed, and the proceeds applied to 
their specific objects. The foreigner, therefore, in 
purchasing our railroad securities, has a property 
of which government cannot dispossess him, (with 
the exception stated, which, as far as railroads are 
concerned, has never been exercised, and can be 


tion, As far as his legal rights are concerned, he 
is perfectly protected, and stands in a more favora- 
ble position even than our own citizens, who may 
be taxed for their securities as so much personal 
property. = 
After a railfoad is eonstracted, the company can- 
not be dissolved, without special authority from the 
Legislature for such act. Weare notaware of any 
such dissolution of a railroad company in this 
country. It would be authorised only tor the most 
urgent and satisfactory reasons, In such an event, 
the property of the company would be distributed 
pro rata among the stockholders. 
The directors are simply the agents of the com- 
pany, appointable and removable at will of, or ac- 
cording to certain prescribed rules established by, 
the stockholders. Like all agents, they bind their 
principals only when acting within the scope of 
their appropriate duties. Should they be guilty of 
any misfeasance, they may be removed, or re- 
strained by the courts of law. For instance: 
should the directors of a road, or should the com- 
pany itself, attempt to declare a dividend upon its 
stock, irom monies required to meet the obligations 
of the company, or pay tne interest upon its debts, 
it would be competent for a court of equity to in- 
terfere, and direct such application to be made of 
the earnings of the road, or of the company’s pro- 
perty, as to protect the rights of all the parties. 
To take stock in a railroad, is, of course, to as- 
sume the risk of its proper management. The bal- 
ance only of the earnings, after meeting the liabil- 
ities and charges upon the company, go to the 
stockholders, 
It is customary for most of our companies to bor- 
row money for a portion of the cost of their roads, 
by sale of bonds having usually from 10 to 30 years 
torun. These bonds are generally secured by a 
mortgage of the road and all the property of the 
company making it. Until breach of condition of 
the mortgage, the control of the road remains in the 
hands of the company. Both in the case of mort- 
gage bonds, and those not secured by mortgage, the 
Courts of equity of the several States, or in case of 
final resort, the Supreme Court of the United States 
would compel the companies to pay the interest 
accruing on such bonds, before paying dividends, 
provided such dividends would absorb what might 
be necessary for the payment of such interest; and 
at the maturity of such indebtedness, it would com- 
pel companies to appropriate all their property in 
ayment, 
In case of mortgage bonds upon Lreach of condi- 
tion of the mortgage, the mortgagees become vested 
with, and may be placed in possession of all the 
rights of the mortgagors. The Vermont Central 


is managed by, the trustees named in their mort- 
gage bonds, for the benefit of their holders. The 


the well known principles of law to the relations 
sustained by the parties to the mortgage of a ral- 
road, is one of the powers incident to every Court 
of equity in the United States. 

The bonds issued by our roads have the same 





only in the case of war, which may, under certain 


perty of the companies by whom they are issued, 
while others are not so secured, but are only prom- 
ises for the payment of money. These bonds are 
again divided into two classes, designated as ¢on- 
vertible, and wweonvertible ; the former carrying the 
right to be changed into stock at the option of the 
holder, which privilege is regarded as adding ma- 
terially to their value, as most of the stocks of vest- 
ern roads, go to a premium soon after their open- 
ing. 

The rights of creditors as they are defined in the 
securities they hold, are fully recognized by law, 
and may be vindicated in case of any violation of 
them. So with the rights of the stockholders ina 
company. They are equally under protection of 
law, which will always interpose in their behalf in 
case of any violation of the terms of subscription. 
Having thus taken a brief view of the securities 
of our railroads in their /egal relations, the next point 
for consideration is their productiveness as invest- 
ments of capital, for this after all is the most im- 
portant fact in reference to them, not only for for- 
eigners, but our own people, to know. 

To understand the usefulness and value of our 
railroads it must be borne in mind, that by far the 
greater part of our people and a much greater por- 
tion of the territory of the United States is devoted 
to agriculture, and that the markets for its products 
are either a narrow belt of country lying immedi- 
ately upon the sea coast, and extending north, from 
Baltimore, or in Europe; and that consequently, 
the whole surplus product of the interior has to be 
sent to the seacoast. We have no interior markets, 
which can only be supplied by the existence of 
large manufactories, or commercial cities or com- 
munities. The surplus of the Southern States is 
cotton; in the Northern States, corn, wheat, and 
domestic animals. All these articles must be sent 
from 50 to 1,000 miles to market, as the case may 
be; and where the production is so enormous as it 
is in this country, it is easy to see that an immense 
traffic must be thrown upon all the avenues con- 
necting the interior with the sea coast. 

From the difficulty of constructing good earth 
roads, the ecenomic limit to transportation, is can- 
fined upon such, to a ccmparatively few miles, de- 
pending of course upon the kind ot freight and char- 
acter of the roads. Upon the average of such ways, 
the cost of transportation is not far from 15 cents 
per ton per mile, which may be considered asa suf- 
ficiently correct estimate for the whole country.— 
Estimating at the same time the value of wheat at 
#1 50 per bushel, and corn at 75 cents, and that 33 
bushels of each are equal to a ton, the value of the 
former would be equal to its cost of transportation 
for 330 miles, and the latter, 165 miles. At these 
respective distances from market, neither of the 
above articles would have any commercial value, 
with only a common earth road as an avenue to 
market. 

But we find that we can move property upon 


railroad, one of the largest corporations in the U./railroad at the rate of 1.5 cent, per ton per mile, or 
S., is at the present time under the control of, and|for one-tenth the cost upon the ordinary road.— 


These works therefore extend the economic limit 
ot the cost of transportation of the above articles to 


relations of the mortgagees and mortgagors of|3 300 and 1,650 miles respectively. At the limit ot 
property is well established, and the right to apply|the economical movement of these articles upon 


the common highway, by the use of railroads, wheat 
would be worth $44 50, and corn $22 27 per ton, 
which sums respectively would represent the actu- 
al increase of value created by the interposition of 
such a work. 





general features; differing chiefly in the fact that, 


The following table will show the amount saved 
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per ton, by transpoitation by railroad Over the or- 
dinary highways of the country : 


StaTEMENT showing the value of a ton of wheat, and 
one of corn, at given poiats liom market, as effect- 
ed by cost of transportation by ratirvad, and over 
the ordinary road. 

Transportation Traasportation 
by railroad, by ordinary 
highway. 
Wheat. Corn. Wheat. Corn 
Value at market.... $49 50 $24 75 $49 50 $24 75 


10 miles from market 49 35 2460 4800 2325 
20 se ceame --4920 2445 4650 21 75 
30 = eee 4905 2430 4500 2025 
40 7 HO ece A890 2415 4350 1875 
50 si Oe aude 4875 2100 4200 1725 
60 ve eee 4860 2385 4050 1575 
70 " + ccc 98 BMW Be MS 
80 i 6. coe ucta ae S365 3750 18°36 
90 " er ee: 4815 2340 3600 11 25 
100 " Oe okamed 4860 2525 3450 975 
110 " ame 4755 2310 3300 825 
120 .  wcccee4s OO BV 250 675 
130 a OO ee ee 4755 2280 3UU0 525 
140 S Naas a 4740 2265 2850 375 
150 , a Cewaie 4725 2250 2700 225 

160 - WS ubelee 4710 2235 2550 75 

170 “ aren rT 4695 2220 24 U0 UU 

150 " RY eens 4550 2205 2250 

190 ‘6 Oneal 45665 2190 21 00 

2U0 6 * cuwuted 4650 2175 1950 

210 ay Ts eae 4635 2160 18 00 

220 - Wiva weed 4620 2145 1650 

230 “ eckewns 4605 2130 1500 

240 . sis 4590 2115 1350 

250 sy Oweeks 4575 2100 1200 

260 ” ee eee 4560 2085 1050 

270 si eee 4045 2070 900 

280 “ arene 4530 2055 750 

290 wre re 4515 2040 600 

300 _ Vigan es 4500 2025 450 

310 " OS wavelet 448 2010 300 

320 ” Mw lidatee 447 19 95 1 50 

330 “ ews 4455 190 ‘00 


The above table is chiefly valuable in this con- 
nection in showing that, from want of domestic 
markets, and cost of transportation from ordinary 
roads, the whole surplus products of the interior 
must, of necessity, be thrown upon railroads, which 
fact sufficiently guarantees a large business to 
them. 

There is no other country in the world where an 
equal amount of Jabor produces an equal bulk of 
freight for rai'road transportation. One reason is 
that the great mass of our products is of a coarse, 
bulky character, of very low comparative value, 
and consisting chiefly of the products of the soil 


and forrest. We manufacture very few high priced 


guods, labor being more profitably employed upon 
what are at present more appropriate objects of in- 
dustry. The great bulk of the articles carried up- 
on railroads, is grains, cotton, sugar, coal, iron, 
live stuck, and articles of a similar character. The 
difference between the value of a pound of raw and 
manufactured cotton is measured frequently by 
dollars, yet both may pay the same amount of 
freight. Wheat, corn, cattle, and lumber, all pay 
avery large sum for transportation in proportion 
to their values, 

Again, for the want of domestic markets, the 
transportation of many of our important products 
involves a through transportation. Take, for in- 
Stance, a cotton producing state like Mississippi. 
Nearly the whole industry of this state is engaged 
in the cultivation of this article. Of the immense 
amount produced, no part is consumed or used with- 
in the state. The entire staple goes abroad; but as 
the aggregate industry of the people are corfined to 
the production of one staple, it follows that all arti- 
cles entering inio consumption must be imported; 
so that over the channels through which the cotton 
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ol this stare is sent to market, an equal value, or ton- 
nage must be imported, as the case may be. This 
necessity both of an inward and outward move- 
ment, equal to the whole bulk of asurplus agricul- 
‘ural product, is peculiar to the United States, anc 
is one of the reasons of the large receipts of ou 
roads. While this is the case, itis equally true 
that newly settled sections of our country will often 
supply a larger a.:ount of traffic than an older one 
There can be no doubt that an equal amoun: 
of labor would produce four timee as much. 
corn and wheat in Illinois as in Massachusetts. 
consequently, a man living in the former, woulc 
contribute four times as much business toa railroac 
as one in the latter. In clearing the soil, it often 
happens that the transportation of lumber supplie: 


5}a larger traffic for two or three years than agricul- 
5|tarz| products for an equal length of time. 


It is, therefore, a great mistake to suppose tha’ 
because a country is new il cannot yield a larg: 
traffic toa railroad. In the southern and wester 
states only cne year is required to prepare the soi 
for crops, which may be renewed, the same in kind 
tur a long series of years. The amount raised, and 
consequen'ly the surplus, is mach larger ia the 
more recent than in the lenger settled portions of 
the country. Ia the more recent, tuo-—the number 
of inhabitants being the same in both cases—the 
amount sert to distant markets is greater from the 
fact that there is no diversity of pursuits, which in 
older communities supply from a limited circle 
nearly all the prime necessaries of life that enter 
into consumption. In newly settled districts, al 
these are often imported from distant markets ata 
very heavy cost of transportation. 

These general statements and illustrations will 
tend to show the important relations that railroads 
sustain to the interests of the country, and the am- 
ple provision which already exists in every por- 
tion of it for an ample and remunerative traffic. 

Of the amount of movement of produce trom the 
interior outward, we have accurate returns, and 
from one only of the numerous routes that exist, 
the New York canals. Over this route there reach- 
ed tide water during the season of navigation of a- 
bout eight months, 2,234,822 tons valued at $66,- 
893,102, and there left tide water for the interior 
over the same route 521,527 tons valued at $118,896 
443. At the same time the trade of the canals was 
subject to the most active competition from paral- 
lel lines of railroad. 

The influence of railroads in increasing the va- 
lue of lands and real property, is an indirect but 
striking evidence of the immense business thrown 
upon them. This increase of vaiue is not confined 
to the lands embraced in the immediate district tra- 
versed, but extends to those lying hundreds and 
thousands of miles distant. The railroads of Ohio 
exert as much influence in advancing the prices of 
real property in the city of New York, as do the 
roads lying within the state. This fact will show 
how very imperfect every estimate must be. But 
taking only the farming lands of the particular dis 
trict traversed by a railroad, where the influence of 
such a work can be more directly seen, there is no 
doubt that in such case the increased value is many 
times greater than the cost of the road. It is esti- 
mated by the intelligent president of the Nashville 
and Chattanooga railroad, that the increased value 
of a belt of land ten miles wide, lying upon each 
side of its line, is equal to at least $7 50 per acre, 
or $96,000 for every mile of road, which will cost 
only about $20,000 per mile. The work has al- 
ready created a value in its influence upon real 





property alone, equal to about five times its cst. 
What is true of the Nashville and Chattanooga 
road, is equally so, probably of the average of roads 
throughout the country. It is believed that the ccn- 
struction of the three thousand miles of railroad of 
Ohio will add to the value of the landed property 
ia the state at least five-times the cost of the roads, 
assuming this to be $60 000,000. In addition to the 
very rapid advance in the price of farming lands, 
the roads of Ohio are stimulating the growth of her 
cities with extraordinary rapidity, so that there is 
mucn greater probability that the above estimate 
will be exceeded, than not reached by the actual 
tact. We are not left to estimate in this matter. 
{n the case of the state of Massachusetts, what is 
conjecture in regard to the new states, has with her 
become a matter of history. The valuation of that 
state went up, from 1840 to 1850, from $290,000,.00 
‘0 $580,000,000—an immense increase, and by far 
‘he greater part of it due to the numerous railroads 
-he hasconsiructed. Thisincrease is a much great- 
-r ratio to the cost of her roads, than has been esti- 
mated of those of Ohio. 

We have considered the effect of railroads in in- 
creasing the value of property in reference only to 
‘ands devoted tu agriculture; but such results do 
not by any means give the most forcible illustra- 
tion of their use. An acre of farming land can at 
most be made to yield but a smail anaual income, 

An acre of cval or iron lands, on the other hand, 
may produce a thousand fold more in value than 
the former. These deposits may be entirely value- 
less without a railroad. With one, every tun of ore 
they contain is worth one two, three or fuurdoilars, 
as the case may be. Take tor example the coal 
fields of Pennsylvania. The value of the coal sent 
yearly from them, in all the agencies it is called 
upon to perform, is beyond all calculation. Upon 
this article are based our manufacturing establish- 
ments, and our government and merchant steam- 
ships, representing values in their various relations 
and ramifications, equal to thousands of millions 
of dollars, Without coal it is impossibie to con- 
ceive the spectacle we should have presented as a 
people, so entirely different would it have been 
from our present condition. Neither our commer- 
cial nor our manufacturing, nor consequently our 
agricultural interests, could have borne any rela- 
tion whatever to their present enormous magnitude, 
Yet all this result has been achieved by a few rail- 
roads aad canals in Pennsylvania, which have not 
cost over $50,000,000. "With these works, coal can 
be brought into the New York market for about 
}$3 50 per ton; without them, it could not have 
been made available either for ordinary fuel or as 
a motive power. So small, comparatively, are the 
agencies by which such immense results have been 
effected, that the former are completely lost sight 
of in tae magnitude of the latter. 

The foregoing considerations adduced for the 
purpose of showing that a larger business must be 
thrown upon onr railroad, from the peculiar indus- 
trial condition of our people, are fully sustained by 
the fact. We belive that the whole railroad in- 
vestment in the United States is at the present time 
paying over seven per cent; (we now speak of 
bonds as well as stock,) and we think that the value 
of this kind of property is steadily improving. 
This improvement is owing to the rapid develop- 
ment of our resources, which is constantly supply- 
ing an increased traffic, and from the extraordinary 
progress of our roads, by which a largely increased 
business is collected upon those already in opera- 
tion. Our roads too, are built at what may be 
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said io bea minimum cost, that is they are built 
with the expenditure of the smallest sum necessary 
to accomplish their object. They are regarded and 
treated purely as commercial enterprises, and are 
built upon the same principles as that upon which 
ships and manufacturing establishments would be 
constructed, which is to adopt that model and style 
of finish, as shall best adaptthem tor their specific 
objects. It isto this fact, that our great success in 
this line is owing, the whole community through 
which a road runs, from the richest to the poorest are 
the stockholders, and all are interested in making 
it good property, as they are in the incidental ad- 
vantages resulting from it, to some of which, allu- 
sion has already been made. 

Railroads for the reasuns given, yield not only 
a profitable retura upon the cost, but they must con 
tinue to doso for a long time to come, they are 
necessary to every produce and business man in the 
country, they supply the lack of domestic markets 
by opening outlets to foreign ones. The progress 
of all the interests of the country is found to in- 
crease their business in an equal, or greater ratio 
than the increased cost of the management, or the 
progress of new works; and the relations they sus- 
tain to the whole mass of the people, and the fact 
that these stocks are nearly’ as well distributed 
among the community as are other kinds oi 
property, is a guarantee for their economical and 
prudent management, the popular sentiment act- 
ing as an efficient corrective of incompetence or 
untaithfulness, 

The result which we now witness in the United 
States, which is without a parallel in the world, is 
a full and ample confirmation of the above state- 
ments. Our success’is the appropriate result of 
adequate causes, Which have been already detailed. 
We have now over 13,000 miles of road in success- 
ful operation, and as many more in progress, The 
amount expended upon those in operation cannot 
be far from $100,000,000. This vasi sum notonly 
yields a remunerating revenue, but the stocks and 
bonds representing it, probably, command a pre- 
mium in our markets upon their cost, at the same 
time that they have directly added tothe cash value 
of the real and personal property of the ccuntry by 
a sum four times greater than their cost. This in- 
creased value is not fictitious, but real. Railroads 
are the only means of imparting value to remote 
and isvlated cistricts, They are the instruments 
that develop our real strength, and we grow with 
their growth. 

The roads engrossing the chief attention of the 
public at the present time, are those in progress, 
which are chiefly in the southern and western 
The roads of these sections of the country. 
constitute the great majority of those that come in 
to the market for mon:y, the older projects in the 
east having already their wants supplied. The for 
mer promise to be more productive fora long time 
to come than those in the eastern and northern 
states, from the factthat they are constructed at less 
cost, will Fave an equally large business with the 
majority of, and adopt the same rate of charges as 
are in use on, the former. I: will, too, require a 
long time to supply the newly settled portions of the 


States, 


country with these woiks, removing for an equal | 


length of time danger from competing lines, 
The amount sought to be borrowed by new works 
averages from 5 to $10,000 per mile, the cost of 


such roads may be estimated at $20,000 per’mile. To 


pay the interest onthe loans, at 7 per cent, requires 
from $350 to $700; or $1,400 to pay the same per 
cent, npon the entire cost of the road, The net 








earnings of our new roads, averages annually from 
2 to $300 per mile. We believe our Western roads 
will cuntinue to earn dividends of at least 10 per 
cent., annually, for many yearstocome. A suffi 
vient traffic exists to yield this amount, and we 
do not well see how it can be recuced, till compe- 
tition shall have brought down the rate of charges, 
and divided the business, of our roads, which can- 
not take place for years to come. 

We have in the toregoing, stated in general terms, 
the reasons in favor of the value of our railroads, 
as investments of capital. We have shown the ag- 
gregate ipvesitment to be a productive one. We 
think that they present the most attractive field in 
this country tor foreign enterprise and capital. We 
believe that no one can attentively study the social 
and industrial condition of our people, or thorough- 
ly iaform himself as to the capacity of this country 
for vast production and the great variety of our 
products, and the consequent necessity for a large 
internal commerce, without coming to a simila 
conclusion, independent of all confirmatory facts in 
the case, 

We shall take up this subject again in future 
numbers of the Journal. 


Journal of Railroad Law. 
LIABILITY FOR BAD WELDING. 

Who is liable for the bad welding of a wheel 
tire ? 

This question is suggested by the coroner’s late 
inquest upon the body of the engineer killed by the 
recent accident at Harrisburgin England. The en- 
gine on this occasion jumped, separated from the 
train and crossed over to the field side, where she 
tel] sideways dragging with her the tender. It turn- 
ed out that the accident was caused by the fracture 
of the welding of a tire, 

Tue coroner observed after hearing the evidence 
in the case that “it appeared that the railway com- 
pany had gone to one of the best manataciurers lo! 
the engine, the tire of which had proved deiective, 
and it was admitted that no external examination 
would have detected the flaw in question. He could 
see no liability tur the accident except that resting 
un the manuiacturers of the tires. He also recom- 
mended that more attention should be paid to the 
padding of the interior of the cars. He had never 
held an inquest upon a passenger in any of the first 
class cars, which are well padded. When a man’s 
head was violentiy knucked against an oak board 
the head and not the board would be broken, unless 
the former was very thick.” <A verdict was render- 
ed ot accidental death from the bad welding of the 
tire, 

In respect to accidents occasioned like the one 
above mentioned by bad welding, itis probably that 
legislation is necessary reaching farther thay any 
at present in force. 

FREIGHT NOT LUGGAGE. 

An action was lat-ly brought against the Boston 
and Maine Railroad Company in the Supreme 
Court of Massachusetts, for the loss of a box con- 
taining shoes, shoe pegs, etc., taken in a passenger 
train, It was held that the Jiability of railroad 
companies, as common carriers, under such cir- 
cumstances, is strictly limited to personal luggage 
in which term the articles in question can be by no 
means included. 

Articles of merchandise should be delivered as 
such to the agents of transportation companies, so 
that they can take due precautions for their salety, 
and receive a due compensation for their carriage. 
Passengers are entitled to be indemnified for the 
loss of personal luggage to an amount which va- 
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ries with the laws of diffeient states, but the lug- 
gage so protected must consist of such articles and 
of such an amount of cash as are appropriate to 
the purposes of a journey. It may be added that 
in order to entitle goods delivered for transporta- 
tion to be deemed freight, it is not indispensably ne- 
cessary that they should be entered on the freight 
list as freight, or that any definite sum should be a- 
greed to be paid for their transportation. Yetsuch 
an entry and such an agreement are very important 
elements in ascertaining the real intentions of the 
parties to a contract for the trausportation of goods, 
and consequently demand careful attention, 

Merchandise is a different and distinct thing from 
the mere evidences of value, such as notes, bills, 
policies of insurance and the like. Merchandise is 
something which possesses intrinsic value, and 
consequently when common carriers merely hold 
themselves as carriers of merchandise, they would 
not, in the absence of a special agreement or notice 
be liable for the value of lost Lank bills, beyond the 
amount deemed as mere luggage. This was so 
held in the case of the Citizens’ Bank, vs. the 
Nantucket steamboat company,—2 Story, C, C. R. 
16, 

EJECTING INTRUDERS, 

An interesting case in relation tothis subject was 
tried last week inthe Superior Court of Cincinnati, 
Edward Coldman vs. the Little Miami railroad 
company. 

The defendant’s train was descending a grade in 
that city at about the rate of 7 miles per hour—a 
number of little boys jumped upon the rear steps ; 
at the voice of the conductor, they all Jumped off 
excepting the son of the plaintiff, a lad of about 12 
years of age. He testified that he did not see the 
conductor. The conductor then pushed or kicked 
bim off in such a mauner that the boy’s foot was 
dragged under the wheel, and his leg so injured 
tbat amputation was deemed necessary. {t appear- 
ed thal the boys were in the habit of getting on the 
cars to steal peaches, + 

Distressing as was the case, no little diversion 
was occasioned by one of the witnesses, for plain- 
iiff who was evidently one of the “ b’hoys” of Cin- 
cinnati. Mis name was Edward Garwood, and a 
portion of his cross-examination was as follows, 

Question.—If you were behind the conduactor,— 
how could you see the manner in which he pushed 
off the bay ? 

Answer.—Well, I didn’t look through his head, 

Question.— Did he push or kick him off? 

Answer —Wll, | should call this a kick—(giv- 
ing at the same time a vigorous representatiun of 
one. 

Gusitton ate you think such a kick would bend 
you double 2 

Answer.— Well, [ think if [ had a kick at youin 
the pit of the stomach, it would bend you some. 

The presiding Justice Headley charged the jury, 
in substance as follows, 

The defendants being a corporation, must act by 
agents, they are liable for the misconduct of their 
agents to the same extent, and under the same cir- 
cumstances as private individuals, who employ 
agents. The conductor of a rail-car bas an un- 
doubted right to turn out intruders; but in exercis- 
ing this right it is necessary that he should use or- 
dinary diligence to prevent injury—and more cau- 
tion, of course, is required in this respect when 
those who are ejected from the cars are young or 
feeble, than if they were quite vigorous and able to 
take care of themselves, The removal of the boy 
from the car, of itselt, affords no ground for com- 
plaint. The main question to be settled is, in what 
manner was he removed, The evidence in this re- 
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spe:t is contradictory, It is the duty of the jury, ii 
they can, to reconcile contradictions, and to weig!; 
the testimony, fully and fairly, without being too 
much influenced by preponderance of numbers. 1 
the boy, by his own want of caution, in leaving the 
car contributed to his own injury—then according 
to the legal principles applicable to these cases 
damages are not recoverable, yet no such degree 
of cauticn would be required of a boy like the plain- 
tiff’s son—as of a person of experience and of ma. 
ture judgment. They must consider what woulv 
be reasonabie caution, under the peculiar circum- 
stances of the case. If the cars were going at a 
very rapid rate, it would be wholly unjustifiable to 
eject an intruder in any way. The Jury must 
therefore inquire both whether the cars were going 
slowly enough to admit of removing the boy—and 
whether or not this removal was performed in a 
right manner. 

If the Jury should conclude that the conductor 
had been guilty of negligence, the defendants were 
liable, not tor any especial damages sustained ly 
the boy, but for the damages sustained by the father, 
who is plaintiff in the suit including medical at- 
tendance. Should the damages seem to the Jury to 
be wilful, then the company is not liable—but oaly 
the conductor individually. 





Illinois and Michigan Canal. 

The circular of the Trustees of the Illinois and 
Michigan canal, states that the several payments 
made to this period, on account of the principal o! 
the loan, amount to 70 per cent of the same, the in- 
terest, meantime, having been paid semi annua!!y, 
dated Oct. 20, 1848. 

The following statement exhibits the entire qnan- 
tity ef canal lands sold, the valuation thereof, as 
determined by the appraisers of canal lands in 1848, 
the amount produced at the sales, ete. : 

Quantity sold between Sept., 1848, and May, 
1851, 82.837 acres: valuation of the same by the 
appraisers, $391,578 92, proceeds of sale $404,301 
99. 

Quantity sold in May, 1852, 10,835 acres; valu- 
ation thereof, $63,968 66; proceeds of sale, $94,477 
38. 

Quantity sold at private sale in Sept. and Oct., 
1852, 22,038 acres; valuation thereof, $140,391 80; 
proceeds of sale, $193,434 48. 

Whole number of acres granted.... 232 004 
Valuation of same by appraisers... .$1,105.306 48 


Whole number of acres sold........ 115.770 
Valuation thereof.....cccccce cess. 595939 38 
MONE MON ci weed, bawneo'< wracee eee ae 694.213 85 


Excess above valuation .... see. see 
Acres unsold Nov. 30, 1852......... 
Valuation of same by appraisers.... 
TOWN LOTS. 
Whole number, original divi- 
GD ki seinkxecsseunccsanesemoee 
Add for sub-divisions made in 
BOOMS heiea de veusiea ds. caance.c@ee 
oe 6.385 
Valuation thereof by appraisers.... $974,369 00 
Whole number sold... ccoe eeeeeee 4 006 
Valuation thereof... ..0.eeeeee-.. Cuncertain.) 
OU FU ci gens chee Kasmucaadveden Eee OC 
Excess over the whole valuation.... 41,428 00 
Number of lots and sub-lots unsold 
Oe ON oe eee 2.379 
Valuation thereof.........e00.+2.. (uncertain.) 
Tot:] valuation of both canal lands 
and town lots by appraisers.......9$2,079,055 00 
Proceeds of sales of both to Nov. 39, 
FO isek dd canctgncancane vageues by alereiee 
Remaining unsold in the hands of the Trustees, 
Nov, 30, 1852. 116,234 acres canal lands and 2,379 
town lots, 527 of the last of which are in Chicago 
and its immediate vicinity. 


93.274 48 
116 235 


509,367 10 


We annex a table exhibiting the quantities of 
some of the leading articles transported on the Lili 
avis and Michigan canal, in each of the years 1849, 
1850, 1851, and 1852: 


1849. 1850. 1851. 1852. 
Pork, bls 9.398 12,933 8 253 4119 
Salt.bbls 58,853 24,609) «= 337,261 = 27,208 
W heat, 
bush.. 569598 417,036 78062 11744! 


Corn, bu. 751.238 317674 1,878 550 1,810 530 
Sugar, lb 4.218 294 5,680 324 4593.471 4822.29! 
M. ze... 9.170.943 10 372 627 14 175 923 15,390,346 
Lumber.26,832,000 38,787,525 56,845,627 52 510,051 
Lolls re- 

ceived $118,375 $125,504 $173,300 $168,577 

Te diminution of receipts in tolls, as compared 
with last year, is attriouted by the Trustees entire- 
ly to low waiter in the Illinois river. The estimate 
of tolls for 1853, is $190,000. 





Pennsylvania. 
EXHIBIT OF THE CATAWISSA, WILLIAMSPORT AND 
ERIE RAILROAD. 


We give below a portion of the recent exhibit of 
this company, setting out its object and condition, 
and the reute of the proposed road. 

This road as far as New York is concerned, may 
be said to have two objects; one of which is to 
open an outlet for the Susquehanna valley, and the 
Anthracite coal of Pennsylvania, and the other to 
iorm a partof a through route between this city and 
lakes Erie and Ontario, and to constitute it an ad- 
ditional avenue for western trade to tide water. 

The country drained by the head waters of the 
Susquehanna is well known to be one of the mos! 
fertile and productive in the United States, embrac- 
ing a Jarge portion of northwestern New York and 
northern Pennsyivania. Till within a very short 
time, this great region has been almost entirely 
Without suitable avenues to market, and is at the 
present time but poorly supplied. Before the con- 
struction either of railroads or canals, the produce 
of this vast region was floated down the Susque- 
hanna to Baltimore. <A portion of this trade is still 
taken to that market by the Penn. and Tide Water 
canals; a poriion of it goes to Philadelphia over 
the same inconvenient route, while the trade ofthe 
northern portion of the valley has been diverted to 
New York over the Erie railroad. 

All these are circuitous and inconvenient outlets 
for the heart of this great region. To supply the 
appropriate one is the object of this road. It will 
be seen by the subjoined, how trifling is the sum 
wanting to complete it to Williamsport, which is 
probably the most important point in northern 
Pennsylvania. This road therefore, when comple- 
ted, will constitute the direct and convenient outlet 
tothe great market of the country for one of its 
most productive inland districts, 

In addition to the abundant agricultural products 
of this region, is its vast mineral wealth, in which 
itexceeds probably any other portion of the Union. 
it is from this region that our supplies of coal are 
now drawn. The demands for this indispensable 
article exceeds the capacity of all our works to sup- 
ply, and there can be no doubt that all the proposed 
outlets frum the coal! fields will be taxed to their ut- 
most capacity as scon as opened. The region tra- 
versed by this road produces a large amount ot pig 
aud bar iron which under the present high prices 
might be immensely increased, 

The prospective through traffic on this road pro- 
mises to be equally important with the local busi- 
ness. Williamsport is to be the converging point 
ot roads extending from lakes Erie and Ontanio sea- 
ward, From this point a road is now in progress 





to Elmira, there to connect with the net work of 


. 











railroads in western New York, and with all the 
important points on the lakes in that state. The 
Sunbury and Erie road which is about to be com- 
menced under the auspices of Philadelphia, will 
connect the above road with the lake at Erie, and 
place it in favorable relations with the roads of 
Ohio. 

Of the amount of western produce seeking tide 
water, it is enough to say, that all the routes now 
in use are taxed beyond ‘heir capacity, and that 
from the rapid progress of western roads, the trade 
between the east and west increases much faster 
than the avenues for its accommodation. The am- 
ount of western produce reachin2 tide water the 
present year through the New Yourk canals, equals 
2 234 $22 tons, valued ut $66 893,102. The tonnage 
of merchandise going west was 521,527 tons, va- 
lued at $118,.896,444. The ever receipts the past 
year upon the three New York lines coun: cling 
the Hudson river with the lakes, the Erie and Cen- 
tral lines of road and the Erie canal, exceeded $11,- 
000,000 for tails alone, offering the most conclusive 
proof of the immense magnitade of the trade. 

We have considered the prospective business of 
the above road in its relations to New York. It 
bears an equally important one to Philadelphia.—~ 
Based as it is upon the two great cities of the con- 
tinent, between each of which and the Lakes it 
must always constitute an-important part of a lead- 
ing line, we see nothing to prevent it taking rank 
in the amount of its receipts and business to any 
similar work now in progress or operation. 


Below we give a portion of the report of the com- 
pany. 

The original Act incorporating this company, 
was passed as early as 1831; it was then styled the 
Little Schuylkill and Susquehanna railroad com- 
pany. 

The object was to connect Philadelphia, by rail- 
road, with the North Branch Canal, at Catawissa, 
on the North branch of the Susquehauna, and thus 
form a communication between that city and west- 
ern New York, by means of the above-named 
canal this railroad, the Little Schuy!kill and the 
Reading. 

In 1836, in prospect of the construction of the 
New York and Erie railroad, the plan of this com- 
pany was extended to a connection with tnat road 
at Elmira, through the Williamsport and E’mira 
railroad; and an act was passed in that year au- 
thorizing its extension to Williamsport, and chang- 
ing the pame of the corporation. 

Both this and the Williamsport and Elmira, were 
put ander contract, and prosecuted with vigor; about 
$1,150,000 was expended in engineering, grading, 
and right of way, and the line was gradea fora 
double track, from Tamanend, near its connection 
with the Little Schuvikill, to Catawissa ; and at 
the same time about $500,000 was expended by the 
Williamsport and Elmira company, and a tract was 
completed from Williamsport to Ralston, a distance 
of twenty-five miles. The embarrassments that 
followed this year, memorable in the financial his- 
tory of this country, prostrated, for a time, as well 
the New York and Erie, as these roads by which 
Philadelphia sought to avail herself of this connec- 
tion with the lakes, and the two works have re- 
mained ever since in an unfinished state. 

The forty-eight miles, including the branch to 
Beaver Meadow, now graded on the Catawissa, 
Williamsport and Erie, is by far the most expen- 
sive portivn of the line, containing three tunnels, 
several expensive bridges, and a large amount of 
retaining wall. The material forming the road bed 
is of a character that has undergooe no material 
change siuce the work was susp: nded, and the em 
baukments, cuts, tunnels, and masonry, are all in 
a good state of preservation. 

The benefits claimed for this road asa Philadel- 
phia enterprise, in which light alone it was under- 
taken, and prosecuted thas far, are summed up in 
: report of the company, of an early day, as ful- 
ows: 
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Routes of railroad from Philadelphia to reach the 
Northern and Western Lakes, and the trade ana 
travel of the far West. 


Ist. From Philadelphia by Reading rail- 


road to Port Clinton.............. 78 miles. 
2d. From Port Clinton to Little Schuyl- 

kill railroad to Tamaqua......... 20. “ 
3d. From Tamaqua to Tamanend road, 

surveyed by Edw. Miller......... 12 “ 


4th. From Tamanend to the Susquehan 
na, at Catawissa, by the Little 
Schuylkill and Susquehanna rail- 
road, commonly called the Catawis- 
sa, graded and ready for the super- 
structure..........+.....30 miles, 
A branch from Tamanend 
to the Beaver Meadow 
road.... 


35 “ 


43 miles. 
(On which 48 miles there has 
been expended, and within 
the estimate of engineer, 
over $1,150,000.) 
5th. From Catawissa to Wiliiamsport, 45 
miles, surveyed by Edward Miller, 
and estimated to cost, by him, $1,- 
6th. From Williamsport to Ralston, 
through the bituminous coal field, 
finished and in operation.......... 26 “ 
7th. Fiom Ralston to Elmira, surveyed; 
the estimate of cost not exhibited... 
8th. From Elmira to Dunkirk, surveyed 
and located by the New York and 
Erie railroad company, and can be 
finished by the time the other portion 
Of the line steady .....escsccecse19 
457 miles. 
“From this it would appear that 106 miles only 
of ruad are required to be made, and 35 completed 
at a moderate expense, with Peonsylvania capital 
to connect Philadelphia with the Far West, an 
upon the contingency of the New York and Eri: 
railroad company failing to finish its ruad, we hav: 
still the power of reaching the West by a route frou 
Bo:ton to Buffalo, by a connection at Elmira, by 
means Of acummunication through Seneca Lak: 
to Geneva, the citizens of which place are muct 
engaged aud interested in making that connection 
The jake never freezes, and the distance trom Ei 
mira to the lake, where a road would be necessary, 
is only 2t miles. 
“‘ By this route Lake Ontario and the trade of the 
Canauas, can also be reached, as the following table 
of distances shows ;:” 


The Williamsport and Elmira Route. 


Distance from Ralston to Eimira........49 miles. 
ad “ Elmira to Jcff-rson.......21 0“ 


45 miles. 


Kg “J: fferson to Geneva, by the 
Seneca lake, which ts navi- 

: gable the whule year.....37 “ 

‘ “e 


Geneva to head of Soius 
Bay on Lake Ontario, ....22 miles 

Thus we see on what the projectors of this road 
relied, and we doubi not that, bad the scheme beer 
carried forward, and the connections made precise- 
ly as contemplated, it would have been a remuner 
ating investment to the stuckholders, and would 
have had an important influence upou the destiny 
ot Philadelphia. For what but the superior advan- 
tages of New York tor reaching the trade of the 
west, has contributed to her superiority over the 
other Atlantic cities ? 

Great changes have, however, taken place since 
1836; the extension of railroads has revolutionized 
the trade of the country. The contemplated line 
of raiiroad from Albany to Buffalo has been com- 
pleted along the margin of the Erie canal; not- 
withstanding which the canal has gone on with an 
unparalleled increase of business: aad both rail 
road and canal are found inadequate for the im- 
mense business poured upon them [rom the swelling 
West. The New York and Erie railroad has been 
completed, and has come in to aid in relieving the 
wants created by this vastly increasing trade, and 
with it, too, storehouses on the Jakes are overflow- 
ing with produce, delayed for want of a transit to 
market. More than this, Pennsylvania has forced 





the barrier of the Alleghanies by railroad and canal, 
whose capacities are overtaxed, and yet the produce 
of the West is dammed up for want of sufficient 
channels. And now anew line of road is projected 
trom the lakes to the Atlastic, of which the Cata- 
wissa, Williamsport and Erie is to form a link; 
and thus this road, that in its inception aimed to 
become only a branch to the New York and Erie 
railroad leading to Philadelphia, is destined to be- 
come, in connection with the other links in the 
chain, its most formidable rival, not only from the 
lakes to Philadelphia, but also to New York. 

The arrangements are now ali complete for open- 
ing this entire new line of communication trom 
Erie on the lake to both these great cities, to wit, 
the Sunbury and Erie, from the lake to Williams- 
port, the Catawissa, Williamsport and Erie, from 
Williamsport to Tamaqua; the Little Schuyikiil 
to Port Clinton ; and the Reading and Phijadeiphia, 
to Philadelphia. Or trom Tamaqua, the Lehigh 
Valley road, to Easton, thence over the New Jer- 
sey Central to New York. The only reads remain- 
ing to be completed to consummate these connec 
tions are, the Catawissa, Williamsport and Erie, 
and the Sunbury and Erie, both of which are in 
part under contract, and the parts net yet let only 
wait the settlement of some questions as to choice 
of route, to be placed under contract. 

It is claimed for this line that it will have the 
advantage over any of the present lines in distance, 
and over most, if not all of them, in grades. 

That it has the advantage of the best harbor on 
the south shore of Lake Erie. 

That it has the advantage in local trade. 

Not the: the establishment of all or any of these 
propositions is necessary to prove the productive- 
ness of this line of road; for we hold that another 
road, equal, or nearly equal, in advantages, to ei 
ther of the existing routes, would pay tair dividends 
on a reasonable cost, 2t once, with a certain pros- 
pect of increase. 

In making the comparison, we will take Cleve- 
land as a Starting point, this being the most south- 
erly point on Lake Erie; all lines of roads coming 
‘rom the West will touch this point or pass hear 
it. 

Ist, The route by wav of Buffalo, Albany and 
the Hudson river, is, or will be, when the line is 
straightened as contemplated, 627 miles from Cl: ve- 
land, with maximum grades of 40 {eet to the mile 
going East, and as high as 80 at one point going 
West. 

2d. The New York and Erie. By this route the 
distance from Cleveland to New York is 602 miles 
with maximum grades of 60 feet to the mile both 
ways, 

3d. The Pennsylvania Central. By this route 
the distance from Cleveland to New York is 585 
miles by way of the inclined planes, worked by sta- 
‘ionary power, How much this distence will be 
increased by the contemplated route, avoiding the 
planes, is not known, but it is believed that the in- 
creased distance will be considerable, and that the 
grades will be about 95 feet to the mile. 

These are the three ruads now in use; all over- 
taxed with business and yielding large incomes as 
will be seen by reference to their reoorts of earn- 
ings. 

By the proposed new line of roads the distance 
to New ‘ork is 532 miles, or 95 miles less than the 
Buffalo and Albany, 70 miles Jess than the New 
York and Erie, and 53 less than the Cleveland and 
Pittsburg, and Penna, Central, while the maxi- 
mum grades going east will be kept below 40 fretto 
the mile, and not exceeding that going west, ex- 
cept at one point, when, for a short distance they 
will be 60 to the mile. 

It is not claimed that this line will compare fa- 
vorably with the Albany and Buffaio line tor local 
travel, but itis belteved it will compare well with 
either of the other lines in this particular. 

For local freights, however, great superiority is 
claimed over any of the present lines It passes 
through a broad extent of country, entirely locked 
in from communication with the seaboard. This 
region is rich in agricultural products, io timber 
and in miserals, while the Aibany ard Buffalo has 
for its local freights little besides the products of 
the farm, and the New York and Erie those of the 
forest, It is known that the produce of the farm al- 
fords less tonnage than that of the forest, amd that 





mineral] often produces more than both combined, 
This line of road passes through the very heart of 
the vast deposits of both bituminous and anthracite 
coal, as well as inexhaustible beds of iron ore, the 
tonnage ot which alone will far exceed that of any 
agricultural region, however fertile. This is of all 
others, the road to develop the vast resources of 
Pennsylvania, There is another consideration of 
great importance, so far as the productiveness of 
this road is concerned, which is, that it is not only 
the best route to New York city, but is a better 
route still to the next greatest city in the U. States, 
From Tamaqua to Philadelphia is but 97 miles, 
and that all the way by a descending grade; while 
from the same point to New York the distance is 
130. None of the other lines communicate with 
more than one city. 

There is still another most important item to be 
considered in estimating the value of the Catawis- 
sa, Williamsport, and Elmira railroad, not appli- 
cable tu the other roads forming this connection, 
At Williamsport it connects with the Williamsport 
and Elmira road, now under contract to be comple- 
ted by the first day of January next, and in connec- 
tion with the Little Schuylkill and Reading, torms 
a link ina great Northern and Southera line of 
roads, little, if any, less in importance than its 
place in the Eastern and Western chain, From 
Elmira to Niagara Falls the connection is nearly 
completed by a direct iine of roads now finished to 
Batavia, and the remaining distance of 45 miles to 
be completed by the first day of July next. Elmi- 
ra is already in connection with Rochester and 
Buffalo, with a direct railroad communication, and 
is about to be connected with lake Ontario by the 
Sodus Point road. It is also conneeted by canal 
and the Seneca Lake with the Erie canal, and a 
canal is now being constructed to Sodus bay direct 
thus opening a direct trade between Philadelphia 
and the cities south, with Lake Ontario and the 
Canadas. 

The advantages of this line will be seen when it 
is stated that from Niagara Falls to Philadelphia, 
is but 414 miles, whereas by Albany and N. York 
it is 558, saving 144 of travel by this route, From 
Elmira, by the New York anu Erie railroad, the 
distance 10 New York is 27¢ mules, add to this the 
distance to Philadelphia, 90 miles, makes it 364 
trom Elmira to Philauelphia, whereas by this route 
it will be but 255, saving 109 miles, and bringing 
Ehuira 19 miies nearer Phitade!phia, by this route 
‘hau via New York by the New York and Erie. 
When it is borne in mind that the whole tide of 
pleasure travel during the warm season is from 
Souib to North, that the interchange of preduc's 
between a warmer aud colder climate must always 
be great, the importance of this communication can 
hardly be overrated. 

ia anticipation of this, as an important route of 
Northern and Svuthern travel, an understanding 
has been nad between the Reading, the Litle 
Schuylkill. the Catawissa, the Williamsport and 
Elmira, torticketing passengers through trom Phil- 
adelphia to the Falls, so that passengers may leave 
Philadelphia, and without any stops, arrive at Ni: 
agara Falls in 14 hours, Jt is intended to have this 
arrangement in operation within 18 months, thus 
securing to the route the benefit of the travel sea- 
son of 1854. 

But as a connection between the Atlantic cilies 
and the west, without any regard to this northem 
and southern connection, we are willing to risk the 
merits of this road, or those of any of the roads 
forming a link in this connection, Looking upon 
the map it will be seen thai the average distance 
between the Buffalo and Albany, and the N. York 
and Erie, is about seventy miles; between the 
Pennsylvania Central and Baltimore and Ohio, &- 
bout the same; while a space is left between the 
New York and Erie, and Peansylvania Central, of 
about 150 miles. ‘The proposed new line ovcupies 
about the ceatre ol this space, Thus, when this 
tine is completed, there will be five great thorough- 
fares from the Atlantic to the Lakes, in nearly par 
allel lines, with a space between each of abuut 70 
miles, a distance quite sufticient to affurd an ample 
local business, whiie they are all competitors 10F 
the through business. : 

Having said this much for the business pros 
pects of the Catawissa, Williamsport, and Erie 
railroad, let us refer to its present position. 
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This road extends from what is called the base ot 
the Broad mountain, where it connects with the 
Little Schuylkill to Williamsport, a distance of 80 
miles, with a branch from Tamanend, near the 
Little Schuylkill connection, tv the Beaver Mead- 
ow railroad, a distance of 13 miles, with the right to 
construct branches to coal mines on either side of 
the line not exceeding five miles in length. 

The portion of the line from Tamanend to Cata- 
wissa, 35 miles, is graded for a double track, also 
the branch of thirteen miles to Beaver Meadows, 

To lay down the track and furnish the 

graded road is estimated to cost...... $600,000 
To construct from Tamanend to the con- 

nection with the Little Schuylkill..... 400,000 
The extension from Catawissa to Wil- 

LiaMsport.. 6%. cee cece cecesscecese 1,000 000 





$2,000,000 
To produce this sum the company have issued 
$1,000,000 in bonds secured by a mortgage, (a copy 
of which bond is shown in schedule A,) with the 
right to issue $500,000 more, under the same mort- 
gage, after the road is in operation to Catawissa. 
This gives— 
To lay the track, etc., on the graded road. .600,000 
To connect with the Little Schuylkill. .... 400,000 
And leaves the 500,000 applicable to the extension 
to Williamsport. For this sem, with the balance 
in stock of the company, they have offers from res- 
ponsible contractors to grade and do ail the work, 
and furnish all the materials, 
The iron is contracted for at the Montour Works 
near the line of the road, at sixty doilars the ton, to 
be delivered during the coming season; and it is 


‘ the determination of the company to have the en- 


tire road in operation, so as to make the connec: 
tion complete between the Little Schuylkill and 
the Williamsport and Elmira, early in the spring 
of 1854. 

The whole cost of the road will stand thus: 


Present stock .... .e0e cece cece coe cee pl, 400,000 
PN icka s6:06 Nees eehe nuked aeeeucenes 1,500,000 
Stock to complete yo Williamsport..... 509,000 
$3,400,000 

Deduct from this the value of the coal 
DN 5 ces Kens. ddcadnnd wane neueeene 





100,000 








$3,300,000 
Or for the whole distance, ninety-three miles, $35,- 
483 per mile. 

The coal lands are probably very much under- 
rated, but as it is desirable to avoid speculative pri- 
ces at atime when there isa good deal of exvite- 
ment in this kind of property, this low estimate has 
been put upon this portion of the company’s assets 





Massachusetts, 

Boston and Worcester Raiiruad.—The twenty- 
third annual report of the directors of the Boston 
and Worcester railroad corporation has been issu 
ed. From this report it appears that the income 
from business on the main road and branches, and 
for transportation jointly with other roads, for the 
year ending Nov. 30, 1852, was $758,819 47. The 
expenses of working the road have been $409,740 
28, leaving as the net income, $349.079 19. $352 
782 42 has been appropriated to the payment of in- 
terest, leaving a balance to the reserved income of 
$16,206 77. ‘Total income reserved, $100.62 76. 
The funded debt of the company is $125,000, and 
the floating debt $115 916 29. Total, $540,916 29. 
Excess of means over the debt, $80,62892. Besides 
which it has fuel and materials for working the 
road, $102,955 85. 750 shares of stock authorized 
lo be issued with convertible bonds, $75,000. Land 
account, $252 979 81, making the total assets, be 
sides the road and equipments, including lana not 
used for railroad purposes, and deducting debis, 
$511,564 58. ‘The directors say that the statement- 
they present, show that the receipts of the last year 
have exceeded those of the preceding year by a 
small sum, but the tonnage and passengers have in- 
creased in a larger ratio. The reduction of the 
rates of fare and freight by the competing roacsthe 
directors have endeavored to arrest, and to main- 
tain and establish such just rates as will give the 
capital under their charge a fair remuneration. 





Fall River Railroad.—At the annual meeting of 
the stockholders of this company, on the 2tst, the 
old board was unanimously re-elected directors for 
the ensuing year. 

A committee, consisting of Messrs. Hathaway, 
Borden, Alden, Gilbert, and Shaw, upon the exten- 
sion of the road into Boston, reported three resolu- 
tions, which, as finally amended, were passed as 
follows :— 

Resolved, That the directors of the Fall River 
railroad company be authorised to go into a nego- 
tiation with the cirectors of the Old Colony railroad 
tor a new contract for running their cars over the 
Old Colony track from South Braintree to Boston, 
depot and other accommodations, for a term of— 
years, alter the expiration of the present contract, 
and it such contract can be effected on equitable 
terms that they be authorised to close the same, 

Resolved, That the directors, if they deem it ex- 
pedient, shall make or cause to be made, a detailed 
survey and careful! estimates for the location of an 
independent track into Boston, with depot accom- 
modations included. 

Resolved, That when such survey and estimate 
shall be completed, it they shall appear to the di- 
reciors feasible, if the required outlay be not dis- 
proporticned to the income, and if a contract shall 
not have been negotiated, they, the directors shall, 
at an early day, apply to the legislature for author- 
ity to locate the same, and for the completion of the 
enterprise. 

Worcester and Nashua Railroad.—T he stockhold- 
ers of the above named corporation met at Worces- 
ter on Thursday. The following directors were 
chosen for the ensuing year: 

Alexander De Witt. Oxford; Stephen Salisbury, 
Worcester; Abijah E. Hildreth, Groton; Jacob 
Fisher, Lancaster; George T. Rice, Worcester; 
Francis H. Dewey Worcester; Seth W. Fowle, 
Boston ; Geo. Bowen, Worcester, and Thos. Chase, 
of Nashua. 

Voted, That all holders of the 365 shares of un- 
preferred stock, on their surrender of five shares of 
the old stock, and the payment of $100 with inte- 
reston the same from the Ist of December last. 
shall receive a certificate of six shares of preferred 
s:ock, entitled to dividends, after such surrender 
shall have been made. 

The road is stated by the report of the directors 
to be in in a flourishing condition. The income 
for the past year was $162,109 20; expenditures 
$95,209 20; two dividends $66,325 50; leaving 
$547 50—to which add balance of reserved earn- 
ings $12,780 22, and the total reserved earnings are 
$13,354 72. 


Finances of New York. 

Debis of the several Funds —The tollowing is a 
statement of the debts of the several funds of the 
State as per the Comptroller’s report: 

Increase of general Fund debt from 

1833 to 1852. .... eee coon coos oe 005,520,714 30 
Total of canai debt in 1835......... 6,328,056 19 
i Me cecindns. <qnanaceatascdenaus 15,501,269 16 
Besides this there are the canal certifi- 

CRUG cox <acadicasceeadec ccceacs TO Oe 

Included in the above increase of the general fund 
debt are the following: 

New York and Erie railroad........$3,000 000 
Canajoharie and Catskill........... 200,000 
Ithaca and Owego..........eee006. 315,700 
The total debt of the State is :— 
General fund debt. .... ..00 ceee oe 00 $86.389,693 32 
CAMS) GGU0: ucnectcnsdes éseececcces JOSUL Tee IG 
Canal revenue certificates.......... 1,500 000 00 
Contingent fund debt......... .0008 933,036 16 











$24,323,998 64 

The Hudson and Berkshire railroad company 

have ceased to pay the interest on the $150,000 53 

per cent. Joan; and the New Yorix and Erie rail- 

road ceased to pay interest on their $3,000,000 loan 
in 1842. 


Louisville Cotton Market. 

The Louisville Courier of the 13th inst., claims 
that the completion of the Baltimore railroad to 
Wheeling, and the connection of Wheeling and 
Louisville by means of the Union line of steam- 
boats, will undoubtedly make Louisville the great 
cotton mart of the west. The Courier publishes the 
following comparative statement of the rates of 
freight and other charges by the route through 
Louisville and that by New Orleans, showing that 
the former is both the cheapest and most expedi- 
tious: 

Table showing the present expenses on shipping 
100 bales cotton from the Tennessee river to 
New York, via New Orleans, valuing at $40 per 


bale: 
Freights to New Orleans................$175 00 
Charges at New Orleans, 50 cts. per bale.. 50 00 
Insurance from Tennessee river to New 
York, 24 per ct. on $4,500..... Perr ree 101 22 
Freights from New Orleans to New York 
1 cent per lb. averaging 50,000........ 
$826 22 
Table showing the present expenses on one hun- 


dred cotton, from Tennessee river to New York, 
via the Louisville and Baltimore route: 


Freight to Louisville........ «---100 00 


Charges at Louisville........... 20 00 
Insurance from Tennessee river to 

New York at 14 percent. on $4,- 

GOD iced. cccdianae duds onesd dans 66 50 


Freights trom Louisville to New 
York, all charges included, say 
50,000 Ibs., at 86 cts........... 425 00 


$611,590 

Difference in favor of Louisville 
RUN duda dues 00dee sada taan sags $214 72 
The average ‘rate of freight from 
New Orleans is 50 cents per 100 
Ibs., making the present extra 
Fate of 19CIGDe cc 00. cece cece cece 
After the Ist of March the rates 
will be reduced by the Louisville 
route 10 cents per hundred on 50, 
Ce BN ice scan dene'daadiendaca 
Difference in time in favor of Lou- 
isville route forty-five days equal 
to one anda half months interest 
WI OO i a ca cdkc cds tediivesa 


250 00 


50 00 _ 


33 75 
$83 75 
Difference still in favor of Louis- 

ville, after deducting the extra 

rate of freights from New Orle- 

ee te Tee cre eee 


$48 47 
Louisville 527 75. 








New Railroad Project.—The Greensburgh Argus 
contains the proceedings of a large and spirited 
meeting of the citizens of Muunt Pleasant and vi- 
cinity, on Saturday, the 8th of January, of which 
Maj. John Lloyd was President, convened for the 
purpose of adopting measures to secure the con- 
struction of a railroad through Westmoreland, to 
connect with the Pennsylvania railroad. 

A meeting of the citizens at Waynesburg and 
vicinity, was hed at the “ Hamilton House,” in 
Waynesburg, on the Sth instant, upon the sutject 
of the construction ot a railroad from Waynesburg, 
connecting with the Hempfield road. 





Union and Fort Wayne Railway. 

We understand that Judge Smith, of Indiana, has 
been in the city for several days, organizing a Com- 
pany to constructa railway t-om Union above 
Greenvilie to Fort Wayne. This road will be 
about 66 miles in length, and will connect this city 
with Fort Wayne by the construction of much the 
shortest line .f new road, of any which can be 
made. This work is important to Cincinnati. as 
much of the Fort Wayne trade has been already 
diverted to the East, and an effort is now making to 
open a new line of raiiway direct to Louisville, to 
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give another portion of the trade ot that rich por- 
tion of Indiana to that city. If our merchants and 
business men would retain that profitable trade, 
they will advance that object by aiding this com 
pany in organizing, and with the “ material aid” 
for pushing their work on vigorously. The line is 
where a road can be easily made ready for the iron 
at not exceeding $3,000 a mile. The citizens 
along the line will take hold themselves. They 
want encouragement and assistance.— Cincinnati 
Gazette. 
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Railroads in Lilinois. 

The present time affords increasing facilities for 
transportation, compared with those previously 
available, not only certain and cheap, but at all 
seasons of the year. 

Formerly, those sections lying remote from riv- 
ers were compelled, by the great cost of transpor- 
tation, to forego the advantages of a foreign mar- 
ket, and only produced what could be safely con- 
sumed at home or in the immediate vicinity. 

The introduction of railroads into this region has 
entirely changed the currents of trade and the mode 
of business in those sections, where railroad con- 
veyance can be relied upon, the whole year. 

The farmer now retains his corn, hay and pork, 
until the state of the market warrants the sale at 
the most remunerative prices, and often the pur- 
chaser proceeds to the farmer, for the purpose of 
contracting the delivery at certain times, thus re- 
lieving him from the loss of time and the expense of 
a tedious journey to market, while his valuable time 
is most desirable at home to gather his harvest or 
oversee his domestic concerns. 

These improvements not only benefit the agri- 
culturist, but the mechanic and merchant in his 
vocation. The great amount of mechanical work 
and skill required in the construction and apparatus 
of railroads is now so fully known, that it is super- 
fluous to refer to it in detail; yet stations, shops, 
engines, cars, etc., must be constructed and keptin 
constant repair. The operation of railroads alse 
requires a great increase of other kinds of convey- 
ance, to connect with them, and aid in transporta- 
tion to adjacent towns, which with the natural 
growth of places, by those increased facilities, thus 
occupying buildings, churches, stores and other 
structures, afford much employment for all kinds of 


mechanics. 
The merchant is not the less a gainer, by these 


enterprises, as it all tends to increase trade and 
these emyloyed in the construction and apparatus, 
must be supplied with food, clothing and other ar- 
ticles which they cannot produce, and hence must 
purchase of the nearest and most available market 
that can be had. 

All these arivantages are now being presented to 
the residents of the western states in the construc- 
tion and completion of these new and beneficial 
means of connection by railroads. ‘The large pro- 
portion of those now to be constructed, are relying 
upon foreign aid from capitalists to put them in op- 
eration, and it therefore becomes an important ques- 
tion to those who invest as to what lines are, and 
what are not, ¢o return a reasonable dividend on the 
capital employed. 

It is quite certain that all cannot be remunera- 
tive at present, therefore there must be some discri- 
mination in selecting such as hold forth upon in- 
vestigation, a fair prospect of securing and retain- 
ing the traffic, not only of the region through which 


they are constructed, but hope to obtain some pro- 
portion of the through business of the routes in its 
direction. There are now many competing lines 
in the eastern states for the same travel, and it is 
found from practical experience it requires a large 
amount of freight and passengers tosupport the or- 
dinary expenses of a well managed road, yet there 
are many main lines in the West that will be great 
routes, and profitable to all interested. “¢.” 





Panama PRailroad,. 

We would inform our correspondents as well as 
anonymous scribblers, that they entirely mistake 
the character and objects of our articles upon 
this road. Because it is their business to operate 
upon the market, they attribute every thing that 
other people do toa similar motive. They very 
naturally judge other people by themselves. 

We neither said nor thought anything about the 
value of the stock of this road in writing the arti- 
cles referred to. For aught we know, it may be 
worth $500 per share. 

The only issues we made were upon the question 
of earning a dividend, and the propriety of making 
an exhibit upon declaring one. We very properly 
reasoned that such omission was of itself presump- 
tive evidence that it was improperly declared. 

We ere fv ly satisfied that we are not only right, 
but that every disinterested person will sustain us. 
Concealment is not what the public want, however 
much it may serve personal aims and interest. 
How will it strike a foreigner, to learn that this 
company refuse all knowledge of their affairs to 
the public. Should he be a stockholder he cannot 
examine into the affairs ot the company, and he 
takes the public journals for the purpose of obtain- 
ing information which he can get in no other man- 
ner. All will agree with us in demanding of all 
companies full and explicit statements of their af- 
fairs upon making a dividend. The directors are 
not infallible, and the public have a right to the 
evidence upon which their opinions were based, to 
see whether they have been mistaken or not. Show 
your hands, gentlemen. 


Baltimore and Ohio Railroad, 

The directors of the Philadelphia, Wilmington 
and Baltimore Railroad Company have just sub- 
mitted their fifteenth annual report, from which we 
give the following details: The receipts of the road 
for the year ending Nov. 30, 1852, have been $667,- 
785 75; expenses $284,284 22; interest $134,000— 
teaving net earnings of $249,501 53. Adding to 
this the surplus of 185!, $55,198 16, and we havea 
balance of $304,699 69 on the main road. The 
New-Castle line shows receipts of $92,077 71, 
against expenses and interest of $126,766 48, 
which reduces the amount of surplus to $270,010- 
92. From this, two dividends of 2 per cent. each 
have been paid, and the surplus remaining is $114,- 
624 92—increased to $129,624 92 by sale of steam- 
boat George Washington for $15,000. Amount 
carried to reserved fund, $74,874 25. The revenue 
of both lines as compared with that of last year, 
shows an increase of $41,853 04in the aggregate. 
In our next issue we shall give the report more in 
detail. 





Lawrenceburg and Upper Mississippi R. R. 

At the annual election held at Greensburgh recent- 
ly, the toilowing persons were elected directors of 
this company: Geo. H. Dunn, Levin B. Lewis, 
David Nevitt, James B. Foley, Joseph G. Monfort, 
James E. Hamilton, James M. Ray, Harvey Bates, 
and William Robson, 





a er) 
Orders Forwarded for Rail. 


Road Iron, ete. 
Ts undersigned will receive and forward orders 
for the purchase of Railroad Iron, and Metals 
enerally, through the medium of his friends in Lon- 
den. JOHN H. HICKS, 
Jan. 27, 1851. 90 Beaver st. 


3,000 Tons Railroad Iron. 


ee undersigned is prepared to contract on behalf 

of the manufacturers in England, for the above 

quantity of T Rails, to be delivered ata port in Wales. 
For terms, apply to JOHN H. HICKS, 
Jan, 27, 1853. 90 Beaver st. 


Brass Tubes for Locomotive & 


Marine Boilers. 

T= undersigned, having been appointed agent for 

the highly respectable manufacturers, Messrs. 
Allen, Everett & Son, of Birmingham, is prepared to 
take orders for Brass Tubes of all diameters for Ma- 
rine and Locomotive Engines, which will be supplied 
on the most favorable terms, and from the established 
reputation of the above Firm for superior quality and 
workmanship, he has no doubt entire satisfaction will 
be given. These Tubes are found to answer well, and 
wre now in most general use in England, they last 
much longer than iron, and when worn out, realize 
fully half the amount for old metal. For further par- 
ticulars and inspection of patterns, please apply to 

JOHN H. HICKS, 
Jan. 27, 1853. 








90 Beaver st. 








Raiiroads in Louisiana, 

We extract from the New Orleans Commercial 
Bulletin the present state of the two great roads on 
which, as that paper justly remarks hangs the 
destiny of New Orleans. Of the New Orleans, 
Jackson and Northern railroad, eighty-seven miles 
are under contract, seven hundred laborers are now 
employed on it, and the number daily increasing. 
From this place to Pass Manshac there are about 
three hundred employed, and beyond that point 
there will be by the Ist of next month abouta 
thousand hands at work. Fifty miles of the dis- 
tance is taken by one contractor, an energetic go- 
ahead man, who will be sure to fulfil his engage- 
ments. Contracts are made to have the road fin- 
ished to the State line within the current year. 
Three parties of engineers are engaged in locating 
the route from the State line to Jackson, which 
will probably be ready for contract by the first of 
March. The iron that is required for present use 
is purchased, and the whole work is in as progres- 
sive a state as its friends could desire. 

Of the Opelousas road 55 miles have been put 
under contract, of which the grading of 30 miles 
has been completed, and the remainder is being 
finished at the rate of three miles per week. 

The laying of the track will be begun as soon as 
a portion of the iron is received, which is expect- 
ed willarrive in the course of a month. The line 
as far as Washington, a distance of 17€ miles, 
will ali be ready for contract by the Ist of March. 
It is expected to get the road in operation to Ber- 
wick’s Bay, 82 miles, by January, 1854. 

The line located, is a remarkably favorable one, 
and its cost will not exceed $15,000 per mile, even 
at the present high prices of iron. It will be built 
in the most thorough and substantial manner, using 
a heavy T rail of 67 lbs. per yard. 

The finances ot the road are in good condition : 
all contracts have been paia up to the Ist of Janu- 
ary; abalance of $70,000 is now on deposit ; all 
of the facts, however, will be fully detailed in the 
forthcoming report, which will be a document of 
remarkable interest. 

According to this data the Opelousas road is in 
a most flourishing condition, and the work onit has 
been pushed forward with most commendable energy 





[and diligence. The private subscriptions amount 
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to $760,000, which, when added to the $1,500,000 
voted by the city of New Orleans, and the sums 
voted by the various Parishes, will swell the sum 
total to about the amount limited by the charter— 
three millions of dollars. 














RAILROAD CONTRACTS. 
THE MOBILE AND OHIO RAILROAD CO. 


HEREBY OFFER FOR CONTRACT THE 


GRADUATION, MASONRY AND BRIDGING 
F 67 miles more of their road in North Missis- 
sippi, extending from the North line of Chick- 
asaw County, to the Tennessee State Line, and 
passing through Itawamba and Tishamingo Coun- 
ties. 

Also, 1184 miles more of said road in the western 
District of Tennessee, and passing through Me 
Nairy, Henderson, Madison, Gibson and Obion 
Counties. 

The Line will be ready for inspection in Ten- 
nessee on and after the Ist of March, ard in Missis- 
sippi on and after 25th of March next. 

Plans, profiles anid specifications will be exhibii- 
ed, proposals received under seal, and contracts 
made at the following times and places, to wit: 
March 10th to 19th inclusive, at Trenton, for Line 

through Abion and Gibson Counties. 

March 20th to 30th, inclusive, at Jackson, for line 
through Madison, Henderson and McNai- 
ry counties, 

April 5th to 5th, inclusive, at Carrolville, Tisha- 
mingo county, Miss., for line through Ita- 
wamba and Tishamingo counties. 

Profiles can be seen, and other information ob- 
tained, as follows:—After Ist of March: 

At Trenton, of Doct. Hess, Agent. 

At Jackson, of Mr. Stevens, Engineer. 

And after 25th March, 

At Carrolville, of the Resident Engineer. 

Some portions of the 1854 miles now offered for 
contracts, are heavy cuttings and fillings, and the 
whole line very desirable work: the light grad- 
ings being, mestly from side burrowing: the 
-ine occupies the high, rolling and healthy country 
intermediate between the Mississippi and Tennes- 
see rivers, by both of which rivers easy access can 
be had to all points of the work, by an average land 
travel of 12 to 40 miles. Within a short time af- 
ter this letting, 39 miles more and the last of the 
main road will be ready for contract, together with 
about 100 miles of branch roads, 

The attention of Contractors is invited te the 
work, Obeon, described as most advantageous for 
their profitable employment, in consequence of the 
alluvial character of the country, low price of pro- 
visions and animals, and a very temperate and sa- 


lubrious climate. 
JOHN CHILDE, 
Chief Engineer and General Agent. 
New York. January 28, 1853. 





To Contractors. 


pres Proposals will be received at the office 
of the Maysville and Big Sandy Railroad Com- 
pany, in the city of Maysville, Kentucky, uatil 
Saturday, April 2nd, 1843, at sundown, for Gradu- 
ation and Masonry of Fifty-one miles of the road, 
between Maysville and Springville, (opposite Ports- 
mouth, Ohio.) Plans, Profiles and Specifications 
will be ready for inspection for two weeks before 
the day of letting. 

The line from Springville to the mouth of Big 
Sandy river will be put under contract as soon as 
this company receive reliable assurance ot being 
met at that point by the Virginia Central Railroad. 

By order of the Board of Directors, 
THOMAS B., STEVENSON, President. 
CHAS. B. CHILDE, Chief Engineer. 

James A. Lex, Secretary. 

January 20, 1853. 

Alleghany Valley Railroad. 

Messrs. Tilden and Young, of Boston, have ta- 
ken the contract for building the Alleghany Valley 
railroad, from Attica to Olean, 70 miles for the sum 
of $1,500,000.—They are to receive $800,000 in 
stock, $500,000 in bonds, and $200,000 in cash. 





AMERICAN RAILROAD JOURNAL. 


a 











New York. 

Sale of the Troy and Schenectady Railroad.—We 
learn trom the Troy papers that the following were 
the terms of this purchase :—Hon. E. D. Morgan, 
president of the Hudson River railroad, buys it for 
$200,000, the sum of $50,000 having been paid 
down—the other $150,000 to remain without inter- 
est for five years—then to draw interest at six per 
cent., payable semi-annually, until 1867, when the 
principal is to be paid—the purchasing party to 
pay sooner if desired, on giving three months no- 
tice. It is secured in the agreement that four pas- 
senger trains shall be run over the road daily, 
(Sundays excepted,) so as to keep up a connection 
with the western roads—such connection to be 
maintained as perfectly as it is now in all respects. 
The sale was ratified by the Common Council ata 
special meeting, by a vote of 14 to 3. 





Stock and Money Market. 

There is a good state of feeling in the money 
market, with an increased activity among fancy 
stocks, and an active demand for good securities for 
investment. The market is by no means over- 
stocked with what may be termed first class securi- 
ties, and we want these, much attention is now 
being turned toward stocks, particularly those in 
new projects, which can now be purchased at com- 
paratively low rates, and which promise a rapid 
advance, as soon as the roads begin to cevelop their 
resources. 

In reference to the value of the stock of our rail- 
roads, as well as theirsecurities, we beg to call at- 
tention to the article upcn the first page of the 
Journal. 





Railway Share & Stock List; 
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GOVERNMENT AND STATE SECURITIES. 
U. S. 5's, 1853 2.00 cece cove cece cece cove cove LOO} 
U. S. 6's, 1856......000. $40. 600 e00n cane oud 1083 
CEC eee cows cone L142 
U. S. 6’s, 1862—COUPON ..0. wees coos coon venue ll 
U. S. 6's, 1867... cccccce cece cove cove ccc ceed IZ 
UW. Se a; OGG sais cscs ccc ccsecctacedscces IM 
U. S. 6's, 1868—cOupon 2... ccce cece cece cece 120 
Indiana 5’S.... cece cece seceee coos cone cece oe 102 
pe Te rere ee TT 

© Canal loan 68. osc cocc cscs csccccsese FE 


“ Canal preferred RRR asa 
Alabama 5’s.... ..0e sees S666 aniemadun eaeeaes ae 
Mlinols G's, 1667... cccccss cece cocece cosecess 88 


PER rate GENIE ccna cdnccees ccandédecdes OO 
Kentucky 67's, 1871.22. cece cecee ces cece ooo. IDE 


Maryland 6's .... .c0s cecess cove cone cece coe 10D§ 
New York 6’s, 1854-5....... ddndeuicddawene lee 
New York 6’s, 181.0-’61-"62 .... 2.0. cece ceveee 116 
New Woek (8, 15G6-°'GO occ cc cciccec cscs ccs 1193 
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New York 53’s, 1860-’61 .... 20. eee eeees.. IM 
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New York 4}’s, 1858-’59-’64........ 2.02 .0.-101 
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Pennsylvania 6’s, 1847,-’53..... cece cece cece 101 
Pennsylvania 67s, 1879... ce. cess cece cece 993 
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CITY SECURITIES—BONDS, 
Brooklyn 6's.... 20+ eens coeees 





Albany 6’s, 1871-1881........ ddue bad eS. LSE 
Cincinnati 6's .... 22. cee coos eens a See 1034 
ee ee pe Pe as 
ROUIaVille Ca 1GBO  .. dcicnes <0+o.c6004000.4%9: 983 
Pittsburg 6's, 1869-1871 Sees Cee Fee eee ooo. L024 
New York 7’s, 1857........ onsite 
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:AILROAD BONDS. 
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Erie 2d morsigaye, 7’s, 1859.... 2... se. e00-.1I]} 
Erie income 7's, 1855... 1.0. cece cece ceceee. 103 
Erie convertibie bonds, 7’s, 1871........ ee 
Hudson River Ist mort., 7's, 1869... ........ 109% 
Hudson River 2d mort., 7’s, 1860........ 2... 101 
New York and New Haven 7’s, 1861........ 1053 
Reading 6’s, 1870.........0. cece Cees cocsces 913 
Reading mortgage, 6’s, 1860................ 95 
Michigan Central, convertible, 8’s, 1860..... 1104 


Michigan Southern, 7’s, 1860 ..............1013 
Cleveland, Col. aud Cin. 7’s, 1859.........,..123 
Cleveland and Pittsburg 7’s, 1860............162 
Ohio and Pennsytvania 7’s, 1865 ...........1094 
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RAILROAD STOCKS. 
[CORRECTED FOR WEDNESDAY OF EACH WEEK.] 


Jan. 20, Jan. 27. 
Albany and Schenectady. ......1174 “134 


Boston and Maine..... cove coee 1053 105 
Boston and Lowell ........ .... 106 106 
Boston and Worcester,........1033 1034 
Boston and Providence ........ 904 904 
Baltimore and Ohio ........... 98 98 
Baltimore and Susquehan.a.... 34 34 
Cleveland and Columbus.......130 130 
Columbus and Xenia.......... —_ _ 
Camden and Amboy........... 150 — 
Delaware and Hudson {cana!), . 130 130 
BEEIOND a0 a0. eets sane nken atenan 984 
MN didn 64du dade sadadavers, 903 923 
POR TINEE dans sacs ceeds cdtcccs 1044 
WRCUNNIEN decccedddnciecaa occ 1033 104 
Georgia........ ease cece cceses — _ 
Georgia Central ..c. ceca ccecces. = —_ 
SEN Tins done éncxcceessoeeex 723 704 
“ on EE eee 115 110 
Hartford and New Haven......129 129 
Housatonic (preferred)......... 35 35 
nae 75 733 
EE DOMED Seve saves cocecan tit 120 
ROR NUE wes vaes dedavcsercs 374 394 
REM PGi ns iuile idccvccviied M0 
Madison and Indianapolis...... 111 111 
Michigan Central............. 106 1063 
Michigan Southern..........., 1263 125 
New York and New Haven....1!5} 1164 
SOR SOG isd ccs ides seedsnl ae 129 
Nashua and Lowell............ — — 
New Bedford and Taunton..... 117 117 
Norwich and Worcester........ 534 524 
I iene cece consccens am 293 
Pennsylvania.... ............. 493 494 
Philadelphia, Wilm’gton & Balt, 40 383 
OR cities aniadduniins dn tT — 
Richmond and Fredericksburg. . 105 105 
Richmond and Petersburg... .. 35 35 
ewes thas cnce seshicunc, 86 87} 
Rochester and Syracuse........ 133 128 
Stomington .... ....... cece ceee 574 574 
South Carolina.... ............ 1223 1223 
Syracuse and Utica............143 146 
Taunton Branch.............. 115 115 
Utica and Schenectady....... .. 158 153 
Vermont Central.............. 214 204 
Vermont and Massachusetts.... 21 224 
Virginia Central.............. 40 40 
Western .... ses. ceeeses veee es 10M 1003 
Wilmington and Raleigh ...... 574 573 





Rallroad Lanterns, 
Our readers will find an advertisement of every 
variety of railroad Lanterns in another page 
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State Policy of Illinois. nonsense. Ever since we have been connected|main so, to say nothing of the principle of the 


The Alton Telegraph has a long article in refer- 
ence to a recent one in the Journal, upon the Illi- 
mois State Policy, and the bonds of the Terre Haute 
and Alton railroad. It cannot be called a reply— 
only a mere mess of verbiage, without point or 
meaning; a sort of repetition of our arguments, 
without an attempt at refutation. 

In reference to the “State policy,” our position 
is simply this :—A portion of the people of Illinois 
wish to construct a railroad from Terre Haute to 
St. Louis, This road is required to meet the wants 
of the people upon its route. {t is also indispensa- 
ble to at least 10,000 miles of road in operation, 
and as many more in progress in the central and 
northern States, Nine-tenths of our subscribers 
are directly interested in its construction. So press- 
ing is the necessity for this road, that parties out 
of the State stand ready to build and equip it with- 
out calling upon the people of Illinois for a penny. 

But the authority to build this road is refused. 
on the ground tkat its tendency would be to carry 
the trade of the central portions of the State to St. 
Louis; in other words, it would help people to the 
very market to which they wish to go! But this 
city is outside of the State of Illinois; and as rail- 
roads are supposed to build large cities, and as 
large cities are supposed to be advantageous to the 
community in which they are situated, the State of 
Illinois some years since devised a ‘State policy,” 
by which it was proposed to make all its railroads 
subservient to the building up of domestic cities, in- 
stead of foreign. Anumber of sites for such future 
cities were selected, and a system of improvements 
so framed as to terminate at them, with the expec- 
tation that the routes of commerce, and the growth 
of cities, could be made dependent upon State leg 
islation ! 

All are familiar with the result. The whole 
scheme proved a most signal and disastrous failure, 
involving the State in bankruptcy and disgrace, 
The people of the State became so disgusted with 
their ill-success, and so convinced of their in- 
capacity, and in tact of their inability to con- 
struct railroads on State account, that almost 
their first act after recovering from the stunning 
effect of their disasters, was to re-model their con- 
stitution, and place it beyond their power to com- 
mit a similar folly. 

The State policy failed, as must all similar at- 
tempts that seek to control the laws of trade by leg- 
islation. So must the attempt to constitute the 
Terre Haute and Alton railroad the only avenue 
for travel and commerce, fail. The absurdity ol 
the thing will be certain to effect its own cure. 
The idea that every body wishing to go trom Ter- 
re Haute to St. Louis, must first go to Alton, to 
scatter a few coppers there, to hotels, porters, etc., 
etc., isan absurdity which a large portion of the 
State must see and acknowledge. The rank injus- 
tice of refusing to the people of a large and impor- 
tant section of the State, the advantages of railroads, 
is too outrageous to be tolerated for an instant af 
ter it is fully understood. Only give sufficient 
time for the convictions of the people of Illinois to 
be reached, and they will give rights of way to a 
dozen companies, if wanted. 

If the Telegraph supposed that we are going to 
subscribe to the doctrine of the “State policy” to 
which ninety-nine hundredths of our readers are 
opposed, which if carried out in all the State 
would put an end at once to railroad construction 
throughout the country, it is greatly mistaken, and 
its abuse only confirms us in our opposition to such 





with the Journal, have we uniformly advocated the 
passage of free railroad laws by all the States, as 
the only mode by which monopolies could be 
avoided, the public good, instead of personal and 
private advantage be promoted, and as the certain 
means of preventing the construction of these 
works being carried to excess. When people are 
left free to act according to their convictions, they 
seldom err; and where every road is liable toa 
competing line, it will not be undertaken without 
a reasonable expectation of profit, and the line se- 
lected will be the best possible one between the 
termini. 

But upon which ever side of the controversy jus- 
tice may incline, one fact is certain, that the public 
take our view of the matter. The public say that 
“we do not want to go to St. Louis by way of Al- 
ton, and we do not believe that the State of Illinois 
will compel us to do so.” The public, believing 
that the straight line will be built, will not help 
build the Terre Haute and Alton with a view of 
accomplishing a similar object; and the Altoa in- 
terest might as well know, first as last, that they 
cannot expect to borrow money of capitalists 
abroad, at the same time they are sustaining a pol- 
icy directly hostile to the interests of such capital- 
ists. The entire railroad investment in the north- 
ern, eastern and middle States have a direct and 
immediate interest in having the straight line built 
at once; and our monied men cannot be expected 
to aid an interest which is in direct conflict with 
their own. If, therefore, Illinois will not allow 
the straight line between Terre Haute and the 
Mississippi, to be built, she must content her- 
self with none at all. No line but the straight 
line can be built at present, and until the people of 
Iliinois are rich enough to constract their own 
roads without coming to this market for money. 

Alton can have a railroad outlet east, if she 
chooses. The straight line interest offered, by way 
of compromise, to construct a main stem from Ter- 
re Haute to a point midway between Alton and St. 
Louis, and then run a branch to each, without call- 
ing upon the former fcr a cent. Such, we are in- 
formed are the facts. Such a road would give Al- 
ton a fair chance with St. Louis for the trade of the 
State. The refusal of this proposition shows the 
true character of the opposition. 

The Telegraph charges our opposition to the 
State policy as being influenced by inéerested mo- 
tives. This charge isso utterly unfounded, that 
we should not bave taken the trouble to contradict 
it, but for its constant repetition. We expected bet- 
ter things from its venerable editor. He certainly 
is poorly employed in fabricating untruths of his 
brethren of the press. So far from having any di- 
rect interest in the matter, or being in any way 
connected with, or under obligations to, Messrs, 
Winslow, Lanier & Co., or Mr. Brough, who are 
supposed to be the leading parties in the straight 
line project, we have good reason for believing 
that they are even less friendly to us than are the 
friends cf the Terre Haute and Alton project, which 
to the latter must be a sufficient disclaimer of in- 
terested Motives, 

We can say more. We defy any and all to ad- 
duce one particle of testimony to show that we have 
ever spoken well or iil of any project, or have 
placed ourselves under the slightest obligations to 
remain silent in reference to any project whatever. 
We have had sufficient experience to see and feel 
the advantage of being entirely independent, and 
we are fully satisfied that it is for our interest to re- 








thing. 





Baltimore and Ohio Railroad. 

The closing of the last gap of railroad uniting 
the waters of the Ohio with tide water at Balti- 
more is no unimportant event in the history of the 
railroads of the country. The progress of the work 
has been identified with that of similar ones in the 
United States, commenced at the dawn of such en- 
terprise here, its completion is contemporaneous 
with the growth of the system to a period of such 
advancement, as is attested by over twenty-five 
thousand miles of railroad track, in which it forms 
no mean connecting trunk. The city of Baltimore 
has pushed steadily along this great work and the 
triumphant congratulations of her citizens and all 
locally interested are not only natural but even 
praiseworthy at the accomplishment of this grand 
monument of usefulness, and triumph of art and 
unwearied labor over what not many years ago 
seemed insuperable physical barriers. 

The corner stone was laid on the 4th of July, 
1828, by the hand of Charles Carroll Esq., of Car- 
roliton, and the inscription on it gives a brif his- 
tory of the organization and incorporation of the 
Company. 

“This stone is deposited in commemoration of 
the commencement of the Baltimore and Onio rail- 
road, a work of deep and vital interest to the Am- 
erican people. Its accomplishment will confer the 
most important benefits upon this nation, by facili- 
tating, diffusing and extending its social intercourse, 
and perpetuating the happy union of these Conted- 
erate States. The first general meeting of the citi- 
zens of Baltimore to confer upon the adoption of 
proper means fer undertaking this magnificent 
work, was on the second day of February, 1827, 
An act of incorporation, by the State of Maryland, 
was granted February 28ih, 1827, and was con- 
firmed by the State of Virginia March 8th, 1829, 
Stock was subscribed to provide funds for its exe- 
cution April Ist, 1827. The first Board of Direc- 
tors was elected April 23d, 1827. The company 
was organized 24th April, 1827. An examination 
of the country was commenced, under the direc- 
tion of Lieut. Col. Stephen H. Long and Capt. 
Wm. G. McNeil, U. S. Topographical Engineers, 
and Wm. Howard, U. 8S. Civil Engineer, assisted 
by Lieuts, Barney, Trimble and Dillehunt, U.S. 
Artillery, and Mr. Harrison, July 2d, 1827. The 
actual surveys to determine the route were begun 
by the same officers, with the additional assistance 
of Lieuts. Cook, Gwynn, Hazard, Fessender and 
Thompson, and Mr. Gwion, November 20th, 1827. 

“ The charter of the Company was confirmed by 
the State of Pennsylvania Feb. 22, 1828 The 
State of Maryland became a stockholder in the 
Company, by subscribing for halt a million dollars 
of itsstock, March 6th, 1828; and the construction 
of the road was commenced July 4th, 1828, under 
the management of the fullowing named Board of 
Directors: Philip E. Thomas, President; Charles 
Carroll, of Carroliton, William Patterson, Ru bert 
Oliver, Alexander B own, [saac McKim, William 
Lorman, George Hoffman, John B. Morris, Talbott 
Jones, William Steuart, Solomon Etting, Patrick 
McCauley; George Brown, Treasurer.” 

Of the first board, only three are yet living. 

The road was opened to the places mentioned, at 
the times namad: 

Ellicott’s Mills, May 22, 1830. 

Frederick, December 1, 1831. 

Point of Rocks, April 1, 1832. 

Harper’s Ferry, December I, 1834, 

Bladensburg, July 20, 1834. 

Washington City, August 25, 1834, 

Opposite Hancock, June 1, 1842, 

Cumberland, November 5, 1842, 

Piedmont, July 21, 1851. 

Fairmont, June 22, 1852. 

Wheeling, January 10, 1853. 

On the last named date the first through train set 
out from Baltimore destined for the Ohio, convey- 
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ing the directors and officers of the Company and 
theirinvited guests, and arrived at Wheeling early 
on the merniag of the 12th of January. At 
Wheeling the celebration of the event was con- 
nected with a banquet and speeches from the dis- 
tinguished men present mauy of them connected 
officially with the road and its management. 

One of the early friends of the project, George 
Brown, named as its treasurer on the corner stone, 
gave a summary of its progress. After the antici- 
pations of the citizens of Baltimore in reference to 
the propose Chesapeake and Ohio canal, began to 
be dissipated, on the report of Gen. Bernard, who 
examined the route, and about the latter part of the 
month of July, 1826, Mr. Brown states, that Phillip 
E. Thomas and Evan Thomas, of Baltimore, to- 
gether with Wm. Brown, of Liverpool, and him 
eelf, collected much information as tothe operation 
of the railroad in England. It was finally conclud- 
ed to invite 25 of the most influential merchants, to- 
gether with some other citizens of Baltimore, to 
meet for the parpose of considering this informa 
tion. The meeting took place on the 12th Febru- 
ary, 1827, and Philip E. Thomas, Benjamin C. 
Howard, Geo. Brown, Talbot Jones, Joseph W. 
Patterson, Evan Thomas and John V. L. McMa- 
hon were appointed a committee, to make still fur- 
ther investigations, and report onthe subject. This 
report afterwards appeared in a pamphlet, embrac- 
ing the proceedings of the meeting and its commit- 
tee. The conclusion arrived at was, that a charter 
should be obtained, and a company organized to 
construct a railroad with a double track, from the 
city of Baltimore to some suitable point on the 
Ohio river, by the most eligible route. An arpli- 
cation for a charter was made to the Legislature o! 
Maryland, and through the exertion of J. V. L. Mc- 
Mahon secured. The company was organized and 
Engineers engaged to examine the country over 
which the road was to pass, A memorial was also 
addressed to Congress, praying for aid in the form 
of a subscription to the stock of the company by the 
United States. The scheme was considered vision- 
ary by many of the members of Congress, and no 
assistance was granted. The company, thus thrown 
on their own resources, sent a committee to exam- 
ine two short railroads—one in Massachusetts and 
the other in Pennsylvania—used for the transpor- 
tation of coal and iron. On the return of this com- 
mit'ee, they reported that they had no doubt an efli- 
cient railroad could be constructed from Baltimore 
to the Ohio river; end they were confident that suf- 
ficient science and skill could be found in our coun 
try fur its successful location and construction, in 
the American Engineer, Mr. B2njamin H. Latrobe, 
a native of Baltimore, under whose superintend- 
ence these anticipations have been realized. On 
completing the necessary surveys, the road was lo- 
cated to the Point of Rocks, on the Potomac river, 
at which place they were stopped for several years, 
by an injunction obtained by the Chesapeake and 
Ohio canal company. 

After its graduation was commenced, the work 
was prosecuted with great energy. Within four 
miles from the city of Baltimore, a high dividing 
ridge was met, which required to be cut down fitty- 
four feet through a hard indurated clay, and involv. 
ed an unexpected expenditure. The progress of 
the road was about to be suspended here, when 10 
of the directors off-red to advance $20,000 each, 
making in ali $200,000, to remove the difficulties, 
and the road was completed to the Point of Rocks. 

At this point an injunction arrested the work; 
and in order to prevent the discouragements that 





might follow, the directors saw the necessity of 
opening a branch road to the city of Washington, 
which might serve asa link in the great line of 
travel, and afford a practical demonstration of the 
railroad system. A charter was obtained for this 
work, and it was early put under consiruction.— 
The funds were obtained by an advance of stock 
by the State, to the amount of $500,000, and by au- 
thorizing the company to borrow one million of 
dollars. The State stock was readily disposed o/ 
at par, but when it was attempted to negotiate the 
million loan it was not found practicable to do so, 
except at a discount. In this emergency the Pre- 
sident and some o! the directors came forward, and 
took the whole amount at par without further pub- 
licity ; $500,000 were afterwards sent to Brown, 
Shipley & Co., of Liverpool, and were the first R 
R. securities sent from this side of the water. Mr. 
Brown concluded his address by bearing testimony 
to the faithfulness of the first advocates of the en- 
terprise, and especially of Mr. Thomas, the first 
President of the road. 

Mr. B. also presented a flag which had been sent 
with a note from Mr. Evan Thomas, explaining 
that this flag had been displayed on the car, run on 
the Baltimore and Ohio road soon after it was 
opened. 

The speech of Mr. Swann, the present President 
of the road, was cevoted in the main to the prose- 
cution of the work west of Cumberland. He al- 
luded, however, to the impressive scene of the com- 
mencement of the work and said. 


“There are those present who witnessed the en- 
thusiasm which atiended the laying of the first stone 
by the illustrious Charles Carroll, of Carrollton, 
clarum et venerabile nomen. Mr. Swann here pro- 
duced the trowel which had been used by Mr. Car- 
roll, and preserved by the company, with this mem- 
orandum: ‘“ This trowel was used by Charles Car 
roll, ot Carrollton, to lay the first stone of the Bal- 
timore and Ohio railroad, July 4, 1828.” Mr. 
John B. Morris, who delivered the address of the 
President and directors of the company, took occa- 
sion to remark upon this interesting event: 

“In the full possession of his power, with his 
feelings and aff-ctions still buoyant and warm, he 
cow declared that the proudest act of his life, and 
the most important in its consequences to his coun- 
try, was the signature of Independence; the next 
the laying of the first stone of the work which is to 
perpetuate the union of the American State, and 
make the East and the West as ove household in 
the facilities of intercourse and the feelings of mu- 
tual affection.” 


In 1842, the road was carried to Cumberland, 
under the auspices of the Hon. Louis McLane, the 
immediate predecessor of Mr. S., and in 1847, in 
company with Mr. McL. and a committee of the 
board, Mr. Swann states that he visited Wheeling 
to make arrangements for re-commencing the work. 
In 1849 it was actually put in progress west of Cum- 
berland, and the impressions of the President on 
his first visit to the line of the road, almost shook 
his faith in the feasibility of the work. 

Another remeniscence of President Swann is the 
following : 

The next most important epoch in the progress 
of this road was the working of the high grade of 
116 feet. We were told the story of a man who 
had built a mill without first ascertaining where 
he was to get the water to put it in motion. A road 
was being constructed at a cost of millions, and we 
were yet to satisly the public that we could make 
it available tor locomotive power. 

This road was opened to Piedmont in July, 1851, 
when it was thought expedient to test this great 
problem, ‘There are those present who will not for- 
get that interesting occasion. We left Baltimore 
with a large company of our municipal authorities, 
and the leading dignitaries of our city. Both the 


‘Chief Engineer and myself bap it advisable if 


we were ve mr to fall in this last effort that it 
‘ be in company. 

ree cia havitig ead the foot of the htavy 
grade, it was “greed that the Chiet Engineer should 
‘ake his stand 0,08 the engine, where in the event 
of discomfiture, he Might conceal his shame in the 
smoke in which he would soon be enveloped. I, 
on the other hand, who w/4S most likely to be held 
responsible, from the posit.0® which I occupied, 
deemed it convenient to take nV Stand at an open 
door of the car, with a view toa more ready access 
to the woods, 

In this sitaation we commenced the aa ent of the 
heavy grade. It was a moment of intense a.2xlety 
—not as to the result, for we knew full well winat 
that result would be; but as to the effcct of any ca- 
sual mishap, from whaiever cause, upoa those who 
were so anxiously awaiting the issue. As 
luek would have it, however, the iron horse did his 
duty without faltering—the summit was reached, 
and the hurrahs of the multitude proclaimed that 
this last triumph was complete. 

As to the power of overcoming high grades, we 
claim to have taught a lesson to the world. Dur- 
ing the whole of the past summer, this company 
carried the United States Mail over a grade of 530 
feet to the mile, without the aid of assistant power, 
and every bar of iron which was laid upon the 
track, between the Kingswood Tunnel and Fair- 
mont, was passed over the same. 

The speech concluded with a tribute to the en- 
ergy of the board of directors with which the 
speaker had been associated, and to the genius and 
skill of the Chief Engineer Benjamin H. Latrobe 
Esq. 

We copy a portion of the remarks of Mr. La- 
trobe in reply to a complimentary toast. If any 
one has a right to speak on such occasions it is the 
successful engineer. 


The Baltimore and Ohio Railroad is at length 
finished, and what has been the ope of my life for 
the 22 years I have spent in itsservice, has become 
a substantial reality, and its results wiil soon be an 
actual fruition. it is enough fur me to have been 
partly instrumental in bringing this great event to 
pass; and if my professional life were now to end, 
1 should bave accomplished a career in my associ- 
ation with this one mighty work. I have been 
commended for the success of the grades, and for 
the tunnels and the bridgesof this road: but there 
is a source of pride more grateful] to me just now, 
in that 1 have been enabled to complete the line at 
the precise time I had promised. No days of grace, 
such as men granteach other in the commercial 
transactions of life, were allowed me, and none 
happily were wanted. The last rail was laid on 
Christmas eve—the tired mea who laid it had their 
Christmas holyday unbroken, (and it was to them 
a day of rest as well as of enjoyment,) and on tie 
first day of January, 1853, true to the time appoint- 
ed two yeass before, the first: passenger train trom 
Baltimore arrived upon the bank of Wheeling 
Creek, in your city. There was nv contrivance of 
mine in this; it was but the final consequence of 
a series of exertions with few parallels, pethaps, in 
the history of such works. Wedid our best to ac- 
compiish it a,month earlier—a week earlier—aday 
eariier—all would not do—the Baltimore and Ohio 
Railroad was, it seems, to befinished on the first 
of January, 1853, as promised; and it was so fin- 
ished in fact. I have not. however, a right to call 
it finished. No railroad, indeed, is finished while 
the trade for which it was cons‘ructed continues to 
grow; and progress is the genius of our people. 
But this road is unfinished in a stricter sense. You 
have witnessed the expeuients by which its incom- 
plete parts have been made temporariiy to perform 
their intended purposes; and I am cousoled for the 
necessity of their use by the development cf the 
valuable principles of engineering science. which 
they have been the means of illustrating, not only 
ia the road which has been built, bat in the noble 
machines which gave it life. it only remains for 
me to replace them by the permanent works which 
are to succeed them; and then [ shall feel that I 
have manfully performed my daty, and entitled 
myself to an honorable dismission from a service 











which will need me no longer. : 
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We have already described that portion of the 
work which extends from Cumberland to Fair- 
mént in the copy of the Railroad Jovinal for 3d 
July 1852, and shall confine ourseles tor the most 
part to giving a rapid sketch of the whole road, 
more especially the weste'n section just opened. 
The Baltimore and O/nio railroad is about 379 
miles in length and although considerable heavy 
work exists on the 179 miles up to Cumberland, es- 
cially in the *mmediate neighborhood of the city of 
Baltimorz no formidable difficulties are met with 
on the ascent to the base of the Alleghany ridges. 
rr, : ° 
a'he remaining two hundred miles from Cumber- 
land to the Ohio involves the crossing of the nu- 
merous parallel ranges of the Allegheny system of 
mountains. From Cumberland the road follows 
the valley occupied by the north branch of the 
Potomac between the Knobly Mountain and the 
Front range, its general direction is about south 
west for about 20 miles as far as Paddy town, one 
terminus of the Manassas Gap railroad—here the 
road still following the course of the stream bends 
almost at right angles toward the northwest till it 
reaches the town of Piedmont. Twomiles beyond 
the Potomac is crossed by a stone bridge and the 
grades that were before at the steepest 1 in 200 be- 
gin to be more abrupt. Ascending through the 
gorges of Savage river and Crab-tree Creek the 
grade is about 1 to 45. In 15 miles the ascent is 
about 1625 feet along the side of the Great Back- 
bone Mountain until the water shed is reached of the 
streams falling into the Chesapeake and those oi 
the Ohio at Altamont. Along the valleys of the 
Great and Little Youyhiogheny rivers and Snowy 
Creek the grade is moderate varying from 1 to 100 
and 1 to 200, From Cranbury summit along the 
ravine of Salt Lick Creek the line descends with 
slopes of 1 in 45} taking in its course two tunnels, 
one of 500 ard the other of 400 feet in length. 
Through the valley of Cheat river the grade is as- 
cending and about iin50. Nearthe summit of one 
of the offshoots of the Laure! Hill range the moun- 
tain is pierced by Kingwood Tunnel 4100 feet in 
length and the longest on the line of the road. 
From this point the road descends the valley of 
Racoon Creek first at grades of 1 to 50, and then ot 
1 to 153 till itreaches Tygerts’ Valley river, along 
the course of which it runs, the steepest grades 
being 1 to 200 until it arrives at the town of Fair- 
mont. 

A short distance below this town the road enters 
the ravine of Buffalo Creek which is crossed three 
times within a distance of 15 miles from Fairmont 
by bridges constructed with timber string pieces 
and cast iron posts and wrought bars. About 17 
miles beyond Fairmont, the flourishing village of 
Mannington is met, and still ascending at grades 
of one in 200, it is carried through the gorge of 
Piles’ Fork, crossing the stream five times in its 
course. On reaching the head of this stream at 
Glover’s Gap, about 28 miles beyond Fairmont the 
road passes the ridge dividing the waters flowing 
into the Ohio from those of the Monongahela by 
deep cuts and a tunnel 350 feet long. After passing 
through this, the road descends by Church’s Fork 
ot Fish Creek at grades of one to one hundred. In 
passing through this valley the road crosses the 
stream eight times within four miles, and travers- 
es 3 tunnels, Soles’ 112, Eaton’s 370, and Martins 
180 feet long. The general direction of the road 
from Fairmont tothe Littleton station on Fish 
Creek, is north westerly. Pursuing this direction, 
the road soon encounters the Broad tree ridge. The 
line leaving abruptly the margin of Fish Creek, 
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turns up the ravine of Broad Tree, running along 
the ride of a precipitous hill until it reaches the 
mouth of the tunnel, here a temporary road is used 
for the purpose of climbing the mountains until the 
completion of the tunnel which is to pierce it. The 
ascent by this temporary road is not only extreme- 
ly picturesqne, but is almost as interesting a work 
of engineering art as the tunnel beneath. It is laid 
in the form of a succession of zig-zags terminating 
at each angular point by a straight line of road, so 
that each zig zag and its continuation form a fig- 
ure resembling the letter Y. At the angular points 
are switches so that the process of ascent is aceom- 
panied by a change of the relative position of the 
engine and its load. Thus the train, headed by the 
locomotive, after passing the switch at the angle, 
runs out at the tail of the Y, it is then stopped and 
the switch changed so as to correspond with the 
other branch of the Y; the engine is then reversed 
and pushes the train before it until the next angle 
is reached, when after running out on the straight 
line beyond the switch, the engine is again revers- 
ed and puils the train up the next reach. On the 
eastern fall of the hill, above Broad Tree or Petti- 
bone tunnel, there are two zig zags, on the western 
side which is much more precipitous, there are 
tive, the length of these latter trac ks being shoter 
than on the eastern slope. The summit of the hill 
is about three hundred feet above the level of the 
permanent track at the tunnel, and the grade va 
ries from 293 to 340 feet to the mile, permitting 
each engine to carry up two loaded cars or 25 tons. 
At Kingwood tunnel the temporary road ascended 
a grade of 5(0 feet to the mile, and only one car o1 
12} tons was the load of the engine. ‘The total as- 
cent in perpendicular height at Kingwood by the 
temporary track over the summit was 220 feet, the 
trains were exposed, however, to the risk of sliding 
down hill with the wheels locked, an event which 
could not happen on the lower grades of the ascent 
on the zig zags over the Broad Tree summit. 
The following description of the ascent by one 
of the guests of the company during the recent ex- 
cursion, gives a lively picture of the scene: 


We entered at Broad Tree creck a wide moun- 
tain gap, extending for nearly a mile, which sud- 
denly closed before us with an immense bluff, thro’ 
which there was no outlet, over 300 feet to its sum- 
mit above the level on which the track below is 
laid, and under which Pettibone tunnel is being 
constructed, At the foot of this mountain the mouth 
of the tunnel was discerned, with the lamps of the 
miners glaring within. Our entire train consisted 
of twenty-six cars, and thirteen of Ress Winans’ 
most powerful locomotives were in waiting, puffing 
and panting like war horses, ready totake us across 
the summit of the rugged mountain before us.-- 
After some delay, during which darkness closed in 
upon us, two cars were harnessed to each of the 
iron horses, and al) being in readiness, the ascent 
was commenced, the first locomotive turning out of 
the first Y, as it is called, before the second one is 
started, and so on until the whole side of the moun- 
tain was dotted with those fiery monsters, which, 
in the darkness presented a scene that was perhaps 
never before witnessed in the world, and probably 
may never be again. The escent of the mountain 
is by tacking to and fro on ils side, up to its sum- 
mit, and then down ina similar manner on the 
other side, the track being laid in deep and broad 
cuts on the side of the mountain. These tracks 
run so closely parallel-with each other, but at dif- 
ferent elevations, that at times the trains were so 
near together that the passengers could call up or 
down to each other, and be distinctly heard, as they 
passed. 

On reaching the summit, those in the seventh oi 
the thirteen trains had a full view of the six loco- 
motives following after them on the one side, and 


fire and smoke, whilst the miners going to their 
work in the shafts, and at either end of the tunnel, 
bearing hundreds ot Jamps and moving to and fro 
in the distance at the base of the mountain, gave 
the finishing attraction to this grand spectacle,— 
The western slope of the mountain is more precip- 
itous and difficult than the eastern, and it wasiruly 
a grand sighi to look up and see, ‘‘ rank above rank,” 
the various trains tacking like ships on the ocean’s 
wave, down the terraced mountain side. 

On leaving the tunnel the line descends along 
the hill skirting the north fork of Fish creek, by a 
series of deep cuts and heavy embankments. After 
passing Bell’s Mill the creek is crossed by a bridge 
of similar construction to those already described, 
and after ascending Hart’s and Four mile runs, it 
reaches the Welling tunnel at the 50th mile be- 
yond Fairmont. This tunnel pierces the ridge be- 
tween Fish creek and Grave creek, and is 1,250 
feet in length. From the tunnel the road pursucs 
the ravine of Grave creek for 17 milesto its mouth 
on the Ohio, crossing the stream eight times in its 
course. At this spot near the pleasant village of 
Moundsville, the road passes one of the ancient 
mounds a relic of the race which forwerly inhabit- 
ed the banks of the Ohio. This remarkable object 
is 80 feet in height and 200 feet broad at its bhse.— 
For the remaining distance, as far as Wheeling, 
the road skirts the Ohio, and for the greater part of 
the distance, runs over a beautiful stretch of bottom 
land. At 24 miles below Wheeling creek, the ont- 
er station is situated where the grounds are prepar- 
ed for the erection of engine houses, shops, ete.— 
About two miles below the creek, the line strikes 
the bank of the Ohio, and follows along Water-st. 
to the inner station in the city of Wheeling. 

We have thus given a rapid review of the his- 
tory and physical characteristics of this important 
work, belonging to a company, the stock of which 
including the bonds of the State of Maryland is 
over twelve million of collars, all paid up and to 
represent when complete in equipment, a capital 
of about twenty milions. The total number of |o- 
comotives in use and,contracied for at the time of 
the last report was 140~and the number of burden 
cars appropriated for genezal traffic 2.290. The 
cost of the road between Baltimore and Cumber- 
land was stated in the last report of the Treasurer, 
Ist Oct., 1852, at $8,774 544 76, that of the portion 
west of Cumberland, at $7,271.732 57. 

To this must be added the 24 millions recently 
authorized for a second track and extra equipment 
to accommodate the coal trade of the Cumberland 
basin. The financial interests involved in the road 
will then be represented, bv stock $9,188,300, State 
of Maryland bonds $3,200,000, and various loans 
including the 24 million for the coal trade, amount- 
ing to about $5,627,123. Of course in the detailed 
account other items of necessary expenditures and 
expenses are introduced, but the above sums ex- 
hibit the main features of the cost and the manner 
in which the various proprietory interests are held. 





Iron in Tennessee. 

The Nashville Whig gives a tabular statement 
of the capital and product of the iron interest on 
the Cumberland river, together with the number of 
hanas employed, and the amount of pork and corn 
consumed per annum at the 21 furnaces, 9 forges, 
and 2 rolling miils therein enumerated. The /ol- 
lowing is the recapitulation: 19 furnaces, 29,200 
tons metal; 9 forges, 10,600 tons blooms; 2 rolling 
mills, 4,700 tons of iron. Total, 44500 tons; ‘,400 
kettles. Capital, $1,216,000 Va'ue of products, 
$1,678,000. They employ 1,395 white men, and 








the six descending on the other, each belching forth 


1,810 negroes, 
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Wisconsin, 

Gov. Farwell, of Wisconsin, in his message 
says, in relation to railruads, that from the con- 
struction of the Milwaukee and Mississippi road, 
and the surveys and estimates for the construction 
of other roads, it is apparent that railroads can be 
constructed in Wisconsin at an average costot ten 
to eighteen thousand dollars per mile. From this 
cheapness, as compared with Eastern roads, the 
Governor assumes that the railroads of the State 
will yield a higher per cent. of profit upon the cap- 
ital invested, and for that reason, that the means 
will not long be wanting to build the roads now pro- 
jected within the boundaries of the State. , 

The general banking law passed by the Legisla- 
ture at its last session, and adopted by the people at 
the late election the Governor considers, though not 
entirely free trom impertections, as in the main a 
good and safe Jaw, and likely if properly carried 
into effect, to answer the purposes designed. He 
suggests that: 

A general law should be passed, at as early aday 
as practicable, prohibiting under severe penalties, 
the receiving, paying out. or passing as money, in 
this State, circulating paper, of any form whatever, 
in the similitude of bank paper, by any person or 
body corporate that is not, at the time of such re- 
ceiving, paying out or passing, authorized by some 
express law oi the United States, or of Canada; 
and declaring all contracts, the consideration ol 
which, in whole or in part, consists of such circu- 
lating paper, absolutely null and void, for any pur- 
pose whatever, 

The Executive authority has been exerted to its 
fullest extent, during the past year, to suppress the 
practice of illegal banking in the State, by causing 
the same to be brought before the proper judicial 
tribunal, but so far without effect. This shows the 
necessity of some more stringent legislation upon 
this subject, than now exists to protect the people 
of the State trom an unlimited, unsecured, and 
wholly irresponsible currency, which, if longer 
permitted to continue or increase, will utterly de- 
feat the purposes of the general banking law, and 
work a lasting injury to the finances, business, and 
credit of our State. 





Hamilton and Eaton Railroad. 

We wish to call public attention to the report of 
the very efficient President of the Hamilton and 
Eaton ra:!way, which appeared in our paper ot 
yesterday. by great exertions and untiring per- 
severance he has succeeded in making such ar- 
rangements as will mutually promote the prosper- 
ity of his own road and of all the other roads which 
are linked together in a community of interests, 
and such also as must necessarily promote the pub- 
lic convenience and particularly that of the city of 
Cincinnati. 

Whatever arrangements can be made by differ- 
ent railway corporations to reduce the cost of travel 
and to avoid the delay incident to frequent changes, 
is a public benefit and is also of pecuniary advan- 
tage to the companies themselves. ‘The benefit 
arising from this arrangement is seen in the dim- 
inished expenses of running from Cincinnati to 
Cleveland—iully one third less than it was when 
the three companies were without any such agree 
ment—and also in the largely increased amouat of 
travel 

To John Wood, Esq., the President of the Ham- 
iton and Dayton Railway, the credit of this im 
provement is due; an improvement which is of 
equal advantage to the stockholders and to the pub- 
lic, and is deserving of the gratitude of both. 

Few men conld have devised and carried out 
such achange with the thoroughness and prompt- 
hess of Mr. W. His acquaintance with business 
men and with public interests, together with his in- 
dustry, have enabled him to effect the following ob- 
jects. He has secured an exclusive connection 
and joint interest with the Richmond and Miam. 
and the New Castle and Richmond railways. He 
has also contracted with the Cincinnati, Hamilton, 
and Dayton railway for ranning the road jointly 
for five years, trom Cincinnati to Richmond, the 
expenses to be divided between them according to 
the respective lengths of the two roads. The con- 
tract with the Richmond and Miami and the New 
Castle and Richmond roads consolidates them with 





the Hamilton and Eaton road, and secures a single 
gauge from Hamilton to Logansport. When the 
road is completed to this latter place, a second 
track of the same gauge is to be laid by the Cin- 
cinnati, Hamilton and Dayton road from Hamil 
ton to Cincinnati. This arrangement looks toa 
single continuous line to Chicago of the different 
roads—a distance of 290 miles—combined together 
as a common interest.— Cincinnati Allas. 





Lake Superior Copper Region, 

Pursuant to public notice, a meeting of parties 
particularly connected with the mineral region ol 
Lake Superior, and others interested in that section 
of the country, assembled at No. 35 Wall-st., New 
York, on Wednesday, the 19th instant, for the pur- 
pose of organization, with a view to concert such 
measures as would best promote the establishment 
of a railroad to connect Lake Superior with the 
seaboard, by means of an extension of the present 
line from Chicago, and thereby secure a daily 
open communication by land in place of that by 
water, which, owing to the interruption caused to 
navigation during celd weather, creates a perfeci 
embargo upon the transportation of all freight and 
supplies, for a period of seven months out of 12 
months in the year. 

The meeting was well at.ended, and organized 
by the choice of Mr.J. Elnathan Smith as Chair- 
man, and Mr. Henry Acker as Secretary. 

The object of the meeting was stated at length 
by the Chairman who urged the importance and 
advantages of the project, and the urgent necessity 
which existed for the speedy accomplishment of the 
undertaking. 

The subject was further discussed by the gentle- 
men present, and particularly by those representing 
the mining interest, aad the following resolutions 
were offered and unanimously adopted, as express- 
ing the views of the assembly: 

Resolved, ‘That the best interests of the people 
of the States of Wisconsin and Michigan demand 
that a line of railway be immediately constructed 
trom Fon-du Lac to certain points within the lim- 
its of the said States, that within the limits o! 
Michigan to run to some point to be selected upon 
Kewanaw Point, at or near the shore of Lake 
Superior, with a branch to the westward to some 
point between Ontonagon and Montreal rivers, and 
alsoa branch to the eastward to some point at or 
near Iron Bay. 

Resolved, ‘That in view of the progress already 
made by the Rock River Valley Union Railroad 
Company of Wisconsin, who have located their 
line upon ;the route indicated, and now have the 
same uncer contract from Chicago to a pointas far 
north as Fon du-Lac, with the ability by their char- 
ter to continue the same to the Lake. This meet- 
ing recommended to all interested the adoption of 
that line as the best calculated to promote the early 
accomplishment of the work, while it insures to 
the people inhabiting the shore of Lake Superior 
the best points of communication when completed. 

Resolved, That inasmuch as the various artizans 
of the Union, who work in copper, iron and lead, 
seek with avidity the product of the Lake Superior 
Mines, and the citizens of Massachusetts, Connec- 
ticut, New York, Pennsylvania and Ohio, as well 
as other sections of the country, by the capital they 
have so liberally invested in the development of 
these, are equally interested with Wisconsin and 
Michigan, in the advancement of this enterprise. 
Therefore, 

Resolved, That Congress be urged to grant to 
the States of Wisconsin and Michigan respective- 
ly, for the purpose cf aiding in making the propo- 
sed railroad, every alternate section of the public 
land through which said railway passed, equiva- 
lent to seven sections in width on each side of said 
road and its branches. 

Resolved, That a Committee of seven be appoint- 
ed by this meeting to act as an Executive Commit- 
tee, with power to add to their number, whose duty 
it shall be to co-operate with the friends of the en- 
terprise generally, and at their discretion to call an- 
other meeting, whenever they may deem it advisa- 
ble. 

The following gentlemen constitute the Commit- 
tee, viz: William H. Stevens, Horatio Bigelow, 
Sherman J. Badon, Wm. Hickock, H. E. Phelps, 
8. W, Hill and Clement March, 
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The Newcastle, Richmond and Logansport 
Railway. 

We are gratified to learn of the propress, and 
now undoubted success, of this important road. Its 
constructors have heretofore moved along very 
quietly ; so much so indeed, as to prevent many at 
a distance from knowing anything of their pro- 
gress, and unlike some other of their cotempora- 
ries, have, it seems, relied but little on the power of 
“wind.” It now appears, that they have more than 
a half miilion of stock, quite a large amount of 
which is held by wealthy men in Cincinnati, and 
have most of their road graded to Neweastle— 
auch of it beyond—and near 22 miles nearly ready 
for the track at the Logansport end. They have 
also 45 miles of their iron purchased in good times, 
when iron was cheap, and are now purchasing 22 
miles more. ‘The 45 purchased, is to lay the east- 
ernend from Richmond toward the Wabash ; the 
22 miles now ordered to be bought, is to connect 
Logansport and the Wabash, with the Peru rail- 
way, and thus with Indianapolis. Both of these 
parts will be completed the coming summer, and 
the contracts for their completion are all made and 
‘he workmen ready. Thus the people of Indian- 
apolis may go to Cincinnati by Andersontown and 
Newcastie, and may goto Logansport by Nobles- 
ville and Kokomo, all by railway. 

The remaining part of the line, between Koko- 
mo and Anderson, is all under contract, and in the 
course of speedy completion; indeed we believe 
every contract tor the full completion of the road 
has been made, and with persons who will rapidly 
complete them, and much of the machinery for the 
road is already constructed. 

The company has also consolidated its operative 
interests with the Eaton, Hamilton and Cincinnati 
roads, to make a through line from Logansport to 
Cincinnati upon equal and fair terms. 

This will be one of our most important and pro- 
fitable roads, pointing as it does strait towards 
Chicago, and sure to be completed to that point, 
and with the interests now united in its construc- 
tion, the country it drains for support, and its free- 
dom from all competition, warrant for it and will 
bring to it much of public attention, and insure 
sucess and profit to the projectors and stockholders, 
—Indiana State Journal. 





Railroad Business. 

A statement derived “rom the books, at the freight 
office in this city, of the Rochester and Syracuse 
railroad, is full of interest, as showing the move- 
ment of freight by rail since the removal of tolls 
trom the Central jine ot railroads, compared with 
the similar movement when tolls were imposed. 

It will be remembered that tolls were removed 
Dee. 1, 1851. We give the two tables :— 

First. Statement of the freight business of the 
Rochester and Syracuse railroad for the year end- 
ing Oct. 1, 1852: 

Tons. Lbs. 
No. of tons of 2,000 Its. each. .... ..207,644 44 
Total amount of freightone mile... 12.458 640 
Products of the forest.............. 6,7 1,379 
Animals .... ccc. cee cece cocescce 29981 1,368 
Vegetable food.........e02.e+++-. 67,393 1,610 
Other agricultural products........ 3,217 1,268 
ee eee) lO 
Mevehandige. .... wocc cece cececcce S47 1,198 
OUNEr BrtteltS 20 cece cece ccccccee JIAED” GR 
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Second.—Statement of the same, for the year 
ending Oct. 1, 1851 :— 
Tons. 
No. of tons of 2,000 Ibs. each............ 83,569 
Total movement of freight one mile .....5,416,084 
Products of the forest... .... cece ceeece 2,146 
BOT inn cht siensainine sq tnmentilslijies 
WO CUD sinnth snknsicedenhadwaus dbns 
Other agricultural products............. 2954 
BENE dcns c0ce csveuccetontedeals ae 
SOONER ccc ewes eden: enenadanoedtes: ne 
Te iam (i: 
"DUGK, <acnceautedunedaian tachaeseus ee 
The foregoing statements show that the freight 
business of this railroad has been in 1852, 40,000 
tons, more than double the business of 1851, a fac t 





that speaks volumes for the capacity of the road 
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and the stimulus given to its business by the re- 
moval otf tolls. 

It is fair to presume that other companies on the 
Central line have enjoyed an increase of business 
in the like proportion. This being the case, it 
might be apprehended that the receipts of tolls from 
the State canals and particularly from the Erie, 
would be largely diminished. How far this effect 
has been produced, may be seen from the last offi- 
cial statement, which is as follows: 

State receipts of tolls 1851 to Nov. 7....$3,061.869 

i vd “4 1852 | eeeeee 2,829 236 


DECTORBC.. 000 ncccccccceccicccscccs ubeOuL 


This decrease, it appears, occurs in the face of a 
largely increased carrying business of the carals, 
and is doubtless owing mainly to the reduction of 
tolls made by the canal board Jast winter.—Roch- 
ester American. 





Ohio. 

Akron Branch Road.—The Summit Beacon of 
the 12th says:—*‘ The annual meeting of the stock- 
holders for the election of directors, &c., will be 
held in this piace to-day. The annual report will 
be an interesting one; and the occasioa is one 
which should call upa full meeting. 

Col. Perkins, the President of this road, has just 
returned from the East, where, in connection with 
Mr. MeMillen, the Treasurer, he has been for sev- 
eral days, completing contracts tor iron, for that 
portion of the road not already provided for, The 
directors, engineers, contracturs and friends of the 
voad generally, with one voice attest the signal 
fidelity of Col. P. tothe highest interests of the 
road. The whole road commands confidence and 
merits praise. 

As an indication of the prosperity of the road, 
we mention with pleasure that a semi-annual div 
idend of 5 per cent was declared ata meeting of 
the directors yesterday.” 








PATENT 
Locomotive Steam Cylinder 


BORING MACHINE 


AND FOR OTHER PUBPOSES. 

HIS Machine enables the Cylinders to be reborea 
without moving them from their places, thereby 
saving a great expense. Wereferto Nashua & Lowell, 
Fall River, Vt. Vallev, Vt. and Mass., Old Colony, 
New York and New Haven, Providence, Hartford 
and Fishkill, Western, Mass., New York and Erie, 
Bovton ard Worcester, Connecticut River, Worcester 
and Providence, Champlain and St. Lawrence, Bos- 
ton and Maine and Hudson River Railreads, who have 

the Machines iu use. For sale by 

BRIDGES & BROTHER, Agts., 
64 Courtland St. New York. 
January 20, 1853. 


To Contractors. 
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CLEVELAND AND MAHONING RAILROAD 
LETTING. 


EALED PROPOSALS will be received at the 
Otiice of the Company, on Superior street, 
Cleveland, until the first day ot March, 1853, for 
the Grading, Masonry and Bridging of the portion 
ot said road from Cleveland to Warren, a distance 
of 53 miles. 

Plans, Profiles, and Specifications, may be seen 
at the Company’s Office, in Cleveland, and the line 
will be ready for inspection by Contractors, 2 days 
previous to the letting. 

The line is diviced into sections of about one 
mile each, and bids will be received for each sec- 
tion separately, or for the whole line. 

Estimates will be made monthly, and the pay- 
ments made in cash. 

Further information may be obtained on applica- 
tion to Jacob Perkins, Esq., President of the Com- 
pany, George C. Beckham, Esq., resident Engi- 
neer, Cleveland, or to the undersigned. 

The remainder of the line from Warren will be 
let as soon as the location can be completed. 

By order of the Board. 

EDWARD WARNER, Chief Engineer. 
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(The American Railroad Chair 
Manufacturing Co. 
IN POUGHKEEPSIE, N. Y.,, 








RE prepared to make WROUGHT IRON RAIL 
{4% ROAD CHAIRS, of various sizes, at short no- 
tice. 

By use of the Wrovuaut Iron Cuarr, the necessity 
of the wedge is entirely done away—the lips o: the 
chair being set, by means of a sledge or hammer, 
close and firmly to the flange of the rail. 

The less thickness.of metal necessary in the Wrought 
fron Chair gives much greater power and force to the 
spikes when driven—and consequently a much less 
liability to the spreading of the rails by reason of the 
spikes drawing or becoming bent. 

The less weight necessary in the Wrought Iron 
Chair, wil! enable us to furnish them at a cost much 
below that of Cast Inon Cuairs. 

Our Chairs are made from Ulster Iron, the quality 
of which is well-known. Our Chairs are made by 
machinery, and formed over a die, consequently all 
are uniform and alike. 

Our Chairs are in use on the following Roads, viz: 
Syracuse and Utica, Chester Valley, Penn., 
Buffalo and Rochester, Tioga, “ 
Northern, Norwich and Worcester, 
Montreal and New York, Kings Mountain, S. C., 
Kennbec and Portland, Columbia aud Granville, 
Plattsburg and Montreal, Buffato, Bayou Brazos and 
Chicago and RockIsland, Colorado, Texas, 
Milwaukee and Miss., § Panama, and others. 

For further information address 

N. C. TROWERIDGE, Secretary, 
Poughkeepsie, N. Y. 
January 1, 1853. 


To Contractors. 
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EALED bids addressed to the President of the 
Henderson and Nashville Railroad Company, 

at Henderson, Ky., will be received and are invit- 
ed until the Ist day of April, 1853, for the construc- 
tion of that part of said road: unning from the town 
ot Henderson, by the way ot Madisonville and 
Hopkinsville, to Trenton, Todd county, Ky., in all 


about eighty-three miles, The bids may be made 

out on either or any of the following basis— 

1, For the grubbing and grading, including the 
ditching, draining, cuts, fills, culverts, bridges 
and turnouts complete, ready for the wooden 
superstructure, of any one or more sections of the 
Road. 

2. The same with the addition of the wooden su- 
perstructure ready for the iron rails. 

3. The same with the iron rails, chairs, etc., ready 
for the rolling stock, including broken stone or 
gravel ballasting. 

4, The same with the depots, wood and water Sta- 
tions, Engine and Car-houses, offices, etc., com- 
plete for use, or 

5. Bids will be received as above for the construc- 
tion of the entire Road, on the following basis— 
viz: 

1, For the grubbing and grading, including ditch- 
ing, draining, cuts, fills, culverts, bridges and 
turnouts complete, ready for the wooden super- 

' structure, 





2. The same with the wooden superstructure. 
3. The same with the iron rails, chairs and broken 
stone or gravel ballasting, ready for rolling 
stock, including wood and water stations, etc, 
4, The same with the full equipments of rulling 
stocks, depots, wuud and waiter stations, Eogine 
and Car houses and shops, offices, etc., complete, 
and the whole road and its equipments periect 
and ready tor use. 
Complete drafts, maps and profiles of the Road 
trom Henderson, via: Madisonville an) Hopkins. 
ville to Trenton, together with plans, estimates and 
specifications of the work, may be seen by persons 
disposed to bid for the whole or any part of it at 
the Henderson and Nashville Railroad Office, in 
Henderson, Ky., on and after the Ist day of March, 
1853. Bidders will please give their Post Othce ad- 
dress in their proposals. 
By a compact between the Henderson and Nash- 
ville Railruad Co., and the Edgefield and Kentucky 
Railroad Co., their roads are to be united at the 
Tennessee and Kentucky State line, and then furm 
a continuous line of Railroad from Henderson on 
the Ohio, to Eigefield, on the Cumberland river 
immediately opposite to Nashviile, a distance of 
only about one hundred and forty miles. When it 
is considered that at Nasbviile, inrough the Nash- 
ville and Chatanooga Railroad, this road connects 
with the whole system of Railroads and rivers 
leading to Charleston, Savannah, and the South 
Atlantic seaboard, and from thence by a Southern 
route of Railroads to all the Eastern and Northern 
cities, and that at Evansville, Indiana, only ten 
miles of perpetual navigation on the Ohio river dis- 
tant from Henderson, it connects with the systems 
of Canals, Railroads and Rivers which penetrate 
end drain the valleys of the Mississippi and the 
Lakes, and extend by a Northern route to the East- 
ern and North-eastern cities, it cannot be doubted 
that this is a most important road. But if it be tak- 
en into the account that it presents much the short- 
est, and owing to the remarkably favorable profile 
of the country, for the cheapest route for a railroad 
designed to connect these Northern and Southern 
Systems, that it penetrates the richest beds both of 
dituminous coal and iron ore heretofore valueless 
because land-locked—that it passes through an a- 
gricultural region of great fertility and remarable 
beauty, and opens in the South Atlantic States by 
the shortest, speediest, cheapest and best route, a 
market comparatively new, for the teeming pro- 
ducts, especially provisions of the valley of the 
Mississippi and the Lakes, its value and import- 
ance cannot be over-estimated—that it will pay and 
pay richly, both in dividends to the stockholders 
and in indirect profits to those whose residence 
gives them an interest in the means of transporta- 
tion and travel which it will afford cannot be doubt- 
ed, 

Any further or more detailed information asked 


“either orally or by letter will at any time be cheer- 


fully given. 
By order of the Board of Directors of the H. & N. 
. R. Co. 


ED. H. HOPKINS, President. 
Henderson and Nashville R. R. Co. 


Wilkinson’s 
EXPLOSIVE 


RAILWAY SIGNAL, 


For sale by 


BRIDGES & BROTHER, 
64 COURTLAND ST., N. Y. 


HE EXPLOSIVE RAILWAY SIGNALS are 
similar to those used in England and from expe- 
rience are found to be much better. They are s» con- 
structed that the movement of an Engine over them 
at any speed, will cause an explosion that cannot be 
mistaken. In the night, from this same cause, there 
will be a bright flash, which will be so vivid that it 
cannot be passed unnoticed. 

This will be found to be one more preventive of col- 
lision. It is otten the case that during a fog or snow- 
storm, & train cannot be warned of its danger by a flag 
or lan‘ern, and in such instances they are invaluable. 

They are impervious to water, and wi'l keep their 
explosive property any number of years ‘They car 
be handled and carried with safety, it requirings 
heayy blow to explode them. 








January 20, 1853. 
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A. N. GRAY, Cleveland, O., 
4) ECELVER AND FORWARDER of Railroaa 
LT Iron, Chairs and Spikes 

Also, Cars, Locomotives, and all kinds of Machi- 
nery for Railroad purposes, - 

Office next door to the Custom House, Main st. 

January 12, 1853. 


R. Groves & Sons, 
SHEFFIELD, ENGLAND, 
MANUFACTURERS OF 
Lp my TED Cast Steel of superior quality for 

Tools, Machirery and Engineering purposes. 
Single and Double Shear, Blister, German, Spring 
and Sheet Steel of every description ; also, Cast Steel 
Files of high reputation, spec‘a ly adapted for the use 
of Machinists, and Saws and Edge Tools of all kinds. 


ctr 
USB 


CHAS. CONGREVE, 4 gent, 
58 Maidenlane, New York. 
Stocks of the above goods constantly on hand. 
January 12, 1853. 


SISCOE BLAST FURNACE 


For Sale. 
NHIS FURNACE, situated in Westport, Essex 
Co., N. Y., on Lake Champlain, is capable of 
producing 3000 tons Pig Iron per annum. It is 
blown by a powerful steam engine, and another en- 
gine raises the stock, etc., etc. There are eight 
Kilns, which can make 500,000 bushels Charcoal 
per annum, connecting by Railroad with the Fur- 
nace, and nearly an acre of sheds for seasoning 
wood. One large Brick Mansion House, with ex- 
cellent Farm, one Brick Cottage, seventeen Houses 
for workmen, commodious Blacksmiths’ and Car- 
penters’ Shops, etc., ete., and about 1500 Acres of 
Land. The Furnace is situated on a large and 
convenient Dock; Wood for making Charcoal can 
be obtained cheaply in the neighborhood, and An- 
thracite coal irom Rondout can be delivered at low 
rates. By the proposed Ship Canal from Lake 
Champlain to River St. Lawrence, coal could aiso 
be brought with great facility from Erie. The rich 
Magnetic Ore of Essex County, particularly that 
from the famous Port Henry Bed, can always be 
procured cheaply and in great abundance. The 
property will be sold on reasonable terms. Inquire 
of Messrs J. & L. TUCKERMAN, 69 West street, 
New York, or of F, H. JACKSON, No. 5 Liberty 

Square, Boston. im2 


LOW MOOR IRON. 


\ N M. BAILEY LANG, 9 Liberty Square, Boston, 

and 24 Broadway, New York, Sole Agent in 
the United States and Canadas for tne Lowmoor 
lron Co., is prepared to receive orders for this justly 
celebrated lron, and offers for sale an assortment of 
the Round sizes which te now hasin store, and which 
for strength, soundness and uniform quality, stands 
without a rival. 


Superior Cast iron Gas and 
Water Pipes. 
HE Subscriber is prepared to contract for the sup- 
ply of CAS f IRON PIPES required by Gass or 
Water Companies, Corporations, ete., delivered in any 
Seaport in the Union, ©n reason:ble terms. These 
Pipes are cast on the most improved principle by the 
best Founders in Scotland, from a superior quality 
of Pig Lron rermelted, are guaranteed to resist a pres- 
sure of 300 lbs. to the square inch, or greater if neces- 
sary, and to be soft enough to drill easily and freely. 
Full information regarding price, and references to 
parties in the United States now using the Pipes, can 
be obtained on application to the Agent in New Y ork. 
WILLIAM KOY, Junr., 
21 Renfield st., Glasgow, 


Scotland. 
J. M. EADIE, Agent, 
26 Front st, New York. ly50 


Railroad Iron. 


5000 TONS Railroad Ir n, weighing about 59 
Ibs. per yard, “ Erie” pattern of G L and 
“Crawshay” manufa*iurg, now on the way from the 
pping portsin Great Britain to this port, for sale by 
P. CHOUTEAU, Jr.. SANFURD & CO., 
No. 51 New street. 
Decem ber 4, 1852. At 





Corporate mark 

















SIMEON DRAPER, No, 46 Pine-st., offers for 

sale, a variety of RAILROAD BONDS and 

STOCKS; also CITY, TOWN and COUNTY 
BONDS, among which are— 


1st Mortgage Convertible— 
7 per ct. bonds ot Canandaigua and Corning 
R.R., payable in.. ........ New York, 1860 
Do. Buffalo, Corning and New York do.... 1867 
Do. Western Vermont Railroad.. ....do.1861-71 
Do. Evansville and Illinois........ do.... 1862 
8 do. Michigan Central............Boston, 1860 
Do. Peoria and Oquawka,...... New York, 1862 
1st Mortgage— 
7 per ct. bonds, Corning & Blossburg do.....1871 
Do. Mansfield and Sandusky.......do.....1860 
7 per ct. Vermont Valley...........do..... 1860 
Do. Troy and Bennington...... Troy, N. Y.1861 


Do. New Jersey Central..... New York, 1860-70 
Do. Dauphin and Susq. Coal Co. do. ...... 1871 
Do. Brunswick Canai Co........ OWig caees 1857 


Also, second mortgage bonds of many of the above 
companies, and— 

7 per ct. bonds Saratoga and Wash. N. York, 1862 
Do. Troy and Boston.............--d0.... 1864 
Do. Muscogee Railroad.........Savannah, 1562 
Do. Huron and Oxtord..........N. York, 1862 
Also, Georgia 7 per ct. State stocks, 


interest payable semi-annually...... do....1872 
City of Savannah 7 per cent. bonds, 
interest payable semi-annually...... do. . 1870-76 
7 per ct. bonds of the Town of Huron, 
Erie county, Ohio............. do....1861 


10 per ct. City of Keokuk, lowa, Keokuk, 183 
6 per cent, City of Memphis..Phiiadelphia, 1880 
10 per cent. City of San Francisco, San Fran. 1870 
12 - . Benicia, California, N.Y. 1855 
12 . * Sacramento, do. Sacramento. 
7 per cent. Atlantic Steamship Co..N. York, 1855 
12 per ecnt. Improvement Scrip of the 
State of Wisconsin for improve- 
ment of Pox River...... cscs cscs cess do....1862 


Troy and Rutland railroad Stock, with guarantee 
of 4 per cent. dividend and one halt surplus profits 
of this and Rutland and Wash. R. R. 

Rutland and Whitehall Stock, with guarantee of 
4 per ct. div’d by Saratoga and Washington R. R. 
Also, Stock of the Cambria Iron Company. 

Stock in the Western Vermont R. R. Co, 
Stock in the Mad River R. R. Co. 
Stock in the Buffalo, Corning and New York 
R. R. Co. 
Stock in the Mansfield and Sandusky R.R. Co. 
Stock in the Southern Bank of Kentucky. 
Stock in the Mechanic’s Bank of N. Y. 
Stock in the East River I7surance Co, 
The Cold Spring tron Works, 
INCORPORATED IN 1848. 
N the Town of Otis, County Berkshire, Massachu- 
setts, manufactures CAR AXLES, and all kinds 
of WROUGHT IRON used in the manufacture of 
LOCOMOTIVES and CARS; also, BAR IRON o1 
ali descriptions. Particular attention is paid to the 
manufacture of CAR AXLES, and the Works being 
situated in a region of WOUD and CHARCOAL, 
with which their Axles are exclusively made, the Com- 
pany feel confident they can furnish an article equal, 
if not superior, in quality and finish tu any in the 
market. They solicit the orders of RAILROAD 
CORPORATIONS and CAR BUILDERS, and pro- 
mise they shall be promptly attended to: and execut- 
ed on terms as advantageous as can be had elsewhere. 
Thev refer to— 
John Kinsman, Esq., Superintendent Eastern Rail- 
road, Salem. Mass. 
A. T. Peirce, Esq., Car Builder, Norwich, Conn. 
E. T. Osborn, Esq., Superintendent of the Mad Riv- 
er and Lake Erie Railroad, Sandusky City, Ohio. 
W. W. Wetherell, Car Builder, ‘ “ 
Address HENRY MELLUS, Agent, 
Boston, Mass. 
or, GEO. W. PRESCOTT, Sup’t. 


Otis, Mass. 
November, 12, 1852. ly 


Railroad Iron. 


5000 TONS, weighing about 56 Ibs. per yard, 
now on the way from Great Britain to 
New Orleans, for sale y 

P. CHOUTEAU, Jr., SANFORD & CO., 


No. 51 New street. 
December 4, 1852. 4t 








as 

The Cambria lron Company, 
OS under the laws of Pennsylvania, 

with a capital of $1,000,000, propose embark- 
iug in the manufacture oi Railroad Iron, at Jodns- 
town, Pennsylvania. The location they have se- 
cured offers advantages superior, it is confidently 
believed, to any othe: mm this country. Iron Ores, 
semi-bituminous Coal, Limestone, and nearly every 
article required for the manuiacture of Iron, exist, 
in inexhaustible quantities, on the spot; and these 
deposits are now worked, and the minerals deliv- 
ered, cheaper than at any other known point now 
occupied for the manutacture of Iron. The-Penn- 
svivania Canal and Central Railroad pass through 
the property, and cross each other at the spot where 
the mineral veins are most thoroughly opened out ; 
and which location, for its other advantages for fa- 
cility of manufacturing, and vicinity to a populous 
borough, has been selected for the establishment of 
Railroad Iron Works, and for the erection of other 
Blast Furnaces, in addition to those now in opera- 
tion. 

The attention of capitalists disposed to embark 
in an enterprise which offers a remunerating profit, 
even on the low prices of iron current beiore the 
rise of the last six months, and which promises to 
be very lucrative while anything Jike present rates 
prevail, and also of Railroad Companies desirvus 
of making arrangements for [run Rails to be deliv- 
ered in 1853, is called to this enterprise. 

Out of the capital named above, the sum of 
$360,000 has been devoted tothe purchase of about 
30,000 acres of land, upon which there are six blast 
turnaces, which cost, including the personal prop- 
erty accompany them, $350,000. Three of these 
furnaces are now in successful operation, and by 
next spring, with an outlay of about $6,000, the 
other three can go into blast; and at the present 
price of pig iron, these six charcoal furnaces would 
realise a net profit of six per cent on $1,000,000 
capital. 

The company contemplate erecting four more 
blast furnaces, for smelting with coke the iron ores 
at Johnstown, and also works for manufacturing 
railroad iron. ‘Yo do this, they will require sub- 
scriptions in all to the amount of $600,0U0, and to 
carry on most profitably the manufacture and dis- 
posa! of rails, the whole chartered capital should 
be raised. Subscription lists, providing that no 
subscription shall be binding unless bona fide sub- 
scribers for the amount of $600,000 are obtained 
by the Ist January next, and pamphlets descriptive 
of the advantages of the locality and estimates of 
costs, can be had of the undersigned. 

D. M. WILSON, Newark, 

EDWARD F. GRANT, New York, 

SAMUEL H. JONES, Philadelphia, 

JOHN HARTSHORN, Boston, 

T. F. SECOR, New York, 

G. S. KING, Johnstown, 

P. SHOENBUGER, Pittsburg, 

RHEY, MATHEWS & CO., Pittsburg, 
or at the office ot the Provisional Committee, at 

SIMEON DRAPER’S, 46 Pine st. 

The subscriber is prepared to enter into contracts 
to deliver RAILROAD IRON to Companies re- 
quiring it in 1853. SIMEON DRAPER. 


lron. 
200 Tons Fishkill Charcoal Iron for sale on 
reasonable terms, also from 1000 to 5000 
tons Fishkill Hematite Ore—delivered at Pough- 
keepsie or New York. Samples of the ore may be 
seen at the store of Messrs. Hoffman, Bailey & Co., 
No. 62 Water st., New York. Enquire by letter to 
NORMAN M. FIN LAY, 


Poughkeepsie, Dutchess county, N. Y. 
July 10,1951. rw 


A. Whitney & Son, 
PHILADELPHIA, PA., 


MAN FACTURERS of Chilied Railroad Wheels 
for Cars and Locomutives. Also furnish Wheels 
fitted complete on best English and American Rolled 
and American Hammered Axles. 3ltf 


diliete $ Eire Bricks. 
atent—for sale in lots to sr‘; 
by G. 0. ROBE®. pooh 
135 Water street, Corner of Pine, 














November 19, 1852. New York. 
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Volcano Quartz Mining Co. 
VOLCANOVILLE, EL DORADO COUNTY, 
CALIFORNIA. 


Books for subscription to $75,000 of the stock 
ol this company are now open at the office ot 
the company, 78 Broapway, New York. 

The uncomwooly rich claims of this company 
hold out inducements, to those who are disposed to 
invest capilai in quartz mining in California, not 
surpassed, il, indeed, equaled, by those of any vther 
company in that state. 

The extraordinary richness of our quartz, as was 
witnessed by thousands at the late Fair of the Am- 
erican Institute, and the extent of our claims, toge- 
ther with the peculiarly favorable location for econ- 
omical working upon a large scale, will ensure 
the most ample and satisfactory returns upon the in- 
vestment. 

It is well uaderstood by practical men that, with 
machinery woiking twenty tons ot quartz, paying 
two cents per |b., ijarge profits will be realized upon 
each day’s work. It is the intention of the compa- 
ny to obtain machinery sufficient to work fi/ly tons 
per day, and to work it in the most economical 
mapuer. by which they feel confident of being able, 

<@ their stock which will yield from two cenis to 
Wenig aewvars tothe !—, io make returas to their 
» ascenuiders Wich will not ony satisly, but sur- 
piise lucin, 

It will be seen, by reading the pamphlet, con- 
taining the charte-, the laws of Calilornia, and the 
details of our plans of operation, that our estimates 
are based upon two cents per lb., and the expenses 
ot working the mil! are but, at present high prices 
for labor, while it is well known to all who reflect 
upon the matter that, as the cost of labor shall be 
reduced, the income will be materially enhanced. 

If we work 40 tons per day, and yet two cents per 
lb., it will yield $16, while ¢hree, four, or five cents 
per |b., would give a proportionate increase of re- 
ceipts, the expenses of working the mill would not 
be increased a dollar, and will be less than $470 a 
day. 

Subscriptions can be made by mail, enclosing, 
ten per cent on the amount, of the balance, éwenty 
per cent to be paid on the 29th of Nov. inst., and 
seventy per cent on the 29.hday of December next, 
when certificates of stock will be issued. 

Pamphlets, containing the statute of California 
in relation to corporations, the rules and regulations 
of our locality, the charter and by-laws ot the Co., 
together with much other interesting and useful 
matter, including a map of a portion of the north- 
ern mining regions may be had gratis at the office 
of the company, No. 78 Broadway, or by mail on 
application, (postage paiu.) 

TRUSTEES OR DIRECTORS, 


NICHOLAS DEAN, 
ROBERT M. STRATTON, of New York. 
NATHANIEL CONKLING, J 
D. K. MINOR, 

JOB S. HEARN, | 
SUMNER WHITNEY, t 
BENJAMIN C. DONNELLAN, 
JAMES CLOWDSLEY ‘ 
JAMES ALLEN, J 


of California. 


D. K. MINOR, President, 
James CLowps-ry, Vice President. 
Nicnwoias Dean, ‘Treasurer, 
Narwaniet Conkuine, Secretary. 
New York, Oct. 25, 1852. 


To Railroad Co’s, Locomotive 
Builders and Engineers. 


big undersigned having taken the Agency of Ash- 
croft’s Steam Gauge, would recommend their 
adoption by those interested. They have been exten- 
sively used on Railroads, Steamers and Stationary 
Boilers, where, from their accuracy, simplicity. and 
non diabiljty to derangement, they have given pertect 
satisfaction. In fact, for Locomotives, they are the 
anly reliable Gauge yet introduced. 
CHAS. W, COPELAND; 
onsuiting Engineer, 64 Broadway. 
Avg. 2,195? “m* 


Dudiey 8. Fuller & Co,, 
iRON COMMISSION MERCHANTS, 
No. 139 GREENWICH STREET, 
NEW YORK, 








To Railroad Contractors. 
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NEALED PROPOSALS, addressed to either of 

the undersigned, will be received at Hillsbo- 
rough, Highland county, Ohio, until the Ist day of 
February next, at noon. 

For the Graduation and Masonry of the Middle 
Division of the Cincinnati, Hillsborough and Park- 
ersbugh Railway, extending trom Hillsborough, 
Highiand county, to a point near Jackson, Jackson 
county, Ohio, about 56 miles. 

The line will be ready tor examination early in 
January, and Profiles and Specifications of the 
work wlil be exhibited at the Kngineer’s office, in 
Hillsborough, for one week prior to the Ist day oi 
February. 

This Railway forms the recognized continuation 
across Ohio, ot the Baltimore and Ohio, and North 
Western Virginia Railways, and being located as 
a link, in the great through line between Baltimore 
and St. Louis, will be found in every way worthy 
of the attention of able and enterprising cuntract- 
ors. 

The remainder of the line to the Ohio river will 
be ready for contract about the Ist day of May 
next. JAMES M. TRIMBLE, President. 
KEL.woop Morais, Chief Engineer. 











~ Notice to Contractors. 
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Alleghany Valley Raiiroad Lettings. 
EALED Proposals will be received at the Com- 
pany’s Office, in Fourth street, Pittsburg, until 
the 22nd day of February, 1853, for doing the Gra- 
ding, Masonry and Bridging on the portion of said 
road, between Pittsburg and Kittaning, Armstrong 
County, a distance of 42 miles, The line will be 
divided into Sections ot about one mile in length, 
and bids may be made for one or more or all of 
said sections. 

Plans, Profiles and Specifications will be ready 
for inspection on and alter the fifth day of Februa- 
ry. 
i will be received for the Grading, Ma- 
sonry and bridging, and also for the superstructure, 
and finishing said 42 miles, complete, (except fur- 
nishing iron.) ; 

Bids will be received and considered, for the en- 
tire work, (except furnishing iron,) trom Pittsburg 
to the New York State line, 

Satisiactory references will be required from bid- 
ders not personally known to the Company. 

For further information, application may be 
made personally, or by letter, to Hon. William F. 
Johnston, President of the Company, or to George 
R. EKichbaum, Esq., Associate Engineer, or to the 
subscriber, 

W. MILNOR ROBERTS, Chief Engineer, 
By order of the Board of Managers, 

Oilice of the Alleghany Valley Railroad Compa- 

ny, Pittsburg, December 20th, 1852. 

A SUPERIUR Article tor Railroad Vars, supplied 
by the Manufacturers’ Agent- WM. BAILEY 

LANG, 9 Liberty Square, Boston, and 24 Broadway, 

New York. 








CAUTION. 

a Companies, and the public generally, 

are hereby cautioned against purchasing Rich- 
ardson’s Patent Oil Cups, or theright to use the same, 
except of the undersigned, Proprietor of the Patent, 
or of some one acting under his authority. Commu- 
nications addressed to him at Westminster, Vt., will 
be promptly attended to. E. DeWOLF, Jr. 

ct. 2, 1852. ly* 


To Civil Engineers and 
surveyors. 
CIVIL ENGINEER and Surveyor of very 
great experience in every detail of loncating. 
designing and constructing Public Works, especi 
ally Railroads, is desirous of a situation, he has 
been engaged practisally tor the past sixteen years, 
and can produce the most satisfactory testimonials. 
Address D. F. cas? of Geo. Gilchrist. 
1 m-52 432 Washington-st, N. Y. 








$200 OO SEVEN PER CENT. 

CONVERTIBLE BONDS oF 
the NEW-CASTLE and RICHMOND RAIL. 
ROAD.—The undersigned offer for sale TWO 
HUNDRED SEVEN PER CENT CONVER. 
TIBLE BONDS for $1,000 each, of the NEW. 
CASTLE and RICHMOND RAILROAD COM. 
PANY, with Interest Coupons attached, payable 
semi-annually at the office of the Obio Lite Insu- 
rance and Trust Company, in New York. The 
Bonds are payable at the same place in fifteen years 
and are convertible into the stock of the company 
within five years. 

These Bonds are secured by a mortgage execu- 
ted by the Company to George Carlisle, of Cin. 
cinnati, and Joseph B. Varnum of New York, 
Trustees of the road from Richmond in Wayne 
County, to New-Castle in Henry County, includ. 
ing the superstructure, iron rails, depots, tolls, pri- 
vileges and franchises of the Company. This 
mortgage is the FIRST AND ONLY LIEN upon 
this section of the Road, which is a part of the 
great Trunk Railroad ‘rom Cincinnati to Chicago, 

The New-Castle and Richmond Railroad extends 
from Richmond to Logansport, 103 miles, the 
whole of which is under contract, and about one 
thousand hands are now employed on the road. 

The total amount of stock subscribed upon the 
whole road is $509,400, ‘The stock applicable to 
the construction of the road from Richmond to New 
Castle is $250,900. 

This railroad passes through the most fertile, 


-|populous and higily improved part of Ohio and 


Indiana, and it must become the great route for 
freight and travel between Cincinnati and Chicago 
and the Northwest. 

The local business alone would be sufficient to 
make the road profitable. The counties of Indiana 
through which it runs produce annually more than 
two millions of bushels of wheat, five millions of 
bushels of dorn, one hundred and filty thousand 
hogs, and fifteen thousand cattle, a large part of 
which must be transported to market on this road, 

The iron rails for more than fifty miles of the 
road have been purchased. ‘Ten miles of the road, 
from Richmond to Washington, will be completed 
and in operation in November next, which wil 
make a continuous railroad of about 70 miles from 
Cincinnati, by way of Hamilton, Eaton and Rich- 
mond, 

The holders of the bonds will have for ther secu- 
rity the obligations of the company, with subscrip- 
tions of stock to the amount of more than half a 
million ot dollars, and a mortgage upon the road 
from Richmond to New Castle, with the iron rails, 
superstructure, tolls and franchises of the company, 

CARPENTER & VERMILYE, 44 Wall-st. 
CAMMANN WHITEHCUSE & Co. 56 Wall-st. 


Etna Safety Fuse. 

bbe superior article for igniting the charge in wet 
or dry blasting, made with DUPONT’S best pow- 

der, is kept for sale at the office and depot of 

REYNOLDS & BROTHER, 

HSo.e Manufacturers 
No. 85 Liberty dae 
NEW YORK. 
And in the principal cities and towns in the U. States. 
a The Premium of the AMERICAN INSTI- 
TUTE was awarded to the Hina Safety Fuse at the 
late Fair heldi n this city. 
Novarher %. i849, ly 


Gerard Ralston, 
21 TOKEN HOUSE YARD, LONDON, 


OFFERS HIS SERVICES FOR THE 
PURCHASE AND SALE OF 


AMERICAN SECURITIES, 
COLLECTION OF DIVIDENDS, 
DEBTS, LEGACIES, ETC., 

And for the Purchase and Inspection of 
Railroad Iron, Chairs, or 
any kind of Machinery. 


REFERENCES : 
Messrs Palmer, McKillop, Dent & Co., London. 
4s George Peabudy &-Co, London. 
“ Curtis, Bouve & Co, Boston. 
Richard Irvin, Eeq., New York. 
Robert Ralston, Esq , Philadelphia, 
C. C. Jamieson, Esq., Baltimore, 33 
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